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Hon. Samuel B. Dicker 

Mayor of the City of Rochester 

Rochester, New York 

Hon. Carl R. Bausch, Chairman 
Monroe County Board of Supervisors 
Rochester, New York 

Gentlemen: 

1 am pleased to inform you that the State of New York 
is prepared to advance the construction of certain arterial 
highway improvements within the City of Rochester in confor- 
mance with the comprehensive plan of development described in 
the fol lowing report. 

In 1942, legislation was adopted authorizing construc- 
tion of the Thruway which, when completed, will extend from 
Pennsylvania line near the City of Erie, to the northern New 
Jersey line near New York City. It will continue north- 
easterly from Pennsylvania to the Buffalo urban area and ex- 
tend from that section easterly across the State to serve 
Rochester, Syracuse, Albany and intervening communities. 
From Albany, the route will follow the westerly side of the 
Hudson River to the northerly New Jersey line, where it will 



be connected with New York City by way of the George Wash- 
ington Bridge and high capacity New Jersey routes. The main 
Ontario Thruway is located about five miles south of the 
City of Rochester. There will, however, be two Thruway con- 
nections; one extending southeast from the city and one ex- 
tending southwest from the city. 

Still further legislation was passed in setting 
forth a new policy with respect to city thoroughfares con- 
necting with State highways. Prior to that time, State 
highway funds were used almost exclusively in the rural dis- 
tricts, but this new policy permits the State to Improve and 
develop arterial routes within the cities themselves.lt 
will permit the State to construct many desperately needed 
improvements which could not be realized in the past because 
of the inability of cities to finance them. 

Recently, engineers of the New York State Department 
of Public Works have been engaged in an intensive survey of 
Rochester's traffic and related problems. Based on these 
studies, a comprehensive plan has been pt-epared which, if 
carried out, will not only improve local traffic conditions, 
but will provide this whole area with a new and highly ef- 
ficient means of communication with the rest of the State by 
way of the Thruway and its connections to the city. 

The arterial route improvements recommended to be 
undertaken within the Cityof Rochester are estimated to cost 
in the neighborhood of thirty-four million dollars, and the 
portion without the city, but within the urban area, is es- 
timated to cost six and one-half million dollars. Connec- 



tions to the Thruway located outside of the City will cost 
about six million dollars. The City's share of the cost of 
these improvements would be equal to one-half of the cost of 
new rights of way which would have to be acquired within the 
city, estimated at $9, 371 ,000. 

This comprehensive plan is submitted for your con- 
sideration since individual projects should not be under- 
tal<en within a city until it is certain they fit into a 
master plan of development which it is mutually agreed is 
financially practical and will redound to the best interests 
of the city, its urban area and the State. Upon the approv- 
al of the comprehensive plan it will be possible for various 
municipalities to establish set backs or building lines to 
protect the area desired for right of way purposes. A recom- 
mended program of construction, setting forth the order in 
which the overall plan may be carried out is presented as 
part of the report. 

It would be appreciated, therefore, if you would give 
consideration to the general plan presented in this report 
and advise me if the recommendations outlined meet with your 
approval . 
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SUMMARY OF RECOMMENDATIONS 

The most critical traffic problems in New York State 
are found within its urban areas. The growing motor vehicle 
travel which is concentrated in and about the population 
centers is giving rise to increased costs in traffic conges- 
tions, delays and accidents. The daily losses incurred by 
reason of the lowered efficiency of city transportation me- 
dia are enormous. The future well being of our communities 
is largely dependent upon the elimination of these condi- 
tions by the provision of new facilities which will promote 
the safe and expeditious movement of people and goods be- 
tween points of origin and destination. 

In order to present a transportation plan for the en- 
tire Rochester Urban Area which would not only accommodate 
the traffic needs of the present and foreseeable future, but 
which would also provide a sound pattern of land use con- 
forming with the economic and social needs of the citizens 
of this area, the State Department of Public Works conducted 
a traffic survey in June, 1916. 

A detailed analysis of the results of this traffic 
survey, as well as related social and economic planning data 
concerning the Rochester Area, provided the basis for the 
Urban Area Arterial Route Plan submitted in this report. 
The four major elements of the proposal consisting of two 
Thruway connections, an inner loop, an outer loop and five 
radial thoroughfares are here presented in summary. 



THRUWAY CONNECTION - Chili Avenue Expressway 

This radial artery is designated as the Ontario 
Thruway Connection from the southwest. As proposed it is 
located within a new right of way generally parallel to and 
south of Main Street West and Chili Avenue. The plans as 
presented, contemplate a four lane divided expressway from 
the Inner Loop to the Outer Loop, continuing as a four lane 
pavement to the west city line along Chili Avenue. Access 
is provided at major intersections. 
THRUWAY CONNECTION - University Avenue 

This artery is planned as the southeast connection to 
the Ontario Thruway. It is proposed as a six lane surface 
pavement with parking lanes following the present alignment 
of University Avenue from the Inner Loop to the east city 
line. From this point it is designed to follow the old 
trolley right of way north of East Avenue to an interchange 
at the Outer Loop, continuing southeasterly to connect with 
the Ontar io Thruway . 
INNER LOOP 

This section of the overall plan consists of an eight 
lane surface pavement along the periphery of the central 
business district. The outer lanes are provided for short 
time loading and unloading operations, and for emergency 
stops. The proposed route in general follows Central Avenue, 
Cumberland Street, Delevan Street, Union Street, Monroe 
Avenue and Plymouth Avenue, except for a portion of the 
southerly section which is on new location. A new bridge 
over the Genesee River just north of the dam will be re- 
qu i red . 



OUTER LOOP 

A circumferential route making partial use of exist- 
ing pavements is proposed to encircle Rochester in the vi- 
cinity of the city line, in this location it will intercept 
traffic from all major highways entering the city, enabling 
much of it to bypass densely built up areas. The planned 
location utilizes parts of Ridge Road on the north side, 
Mount Read and Genesee Park Boulevards on the west and 
Elmwood Avenue on the south. A considerable portion of the 
east side and about half of the north side are designed as 
four lane divided pavement on new location. Connecting 
spurs are proposed on Mount Read Boulevard from Ridge Road 
north to the Lake Ontario Parkway, and northerly on new lo- 
cation from the northeast section of the loop to Sea Breeze. 
RADIAL ROUTE - Clinton Avenue Expressway 

This important arterial route is planned as a six 
lane divided expressway from the Inner Loop northerly to the 
Outer Loop largely on new location parallel to and east of 
the present Clinton Avenue. Provisions are made for access 
at major intersections, and for a connection to the future 
Genesee River Parkway to the north. 
RADIAL ROUTE - Union - Webster - Empire 

A six lane pavement with parking lanes is proposed 
along Union Street, Central Park, and Webster Avenue, and a 
four lane pavement with parking lanes will be required on 
Bay Street, Martinot Street, Clifford Avenue and Empire 
Boulevard. Extending from the Inner Loop near Main Street 
northeasterly to the City line, this arterial will serve a 
populous and growing area. 



RADIAL ROUTE - Monroe Avenue Expressway 

This southeast radial thoroughfare is planned as a 
four lane divided expressway paralleling the trolley subway 
from the Inner Loop to a location beyond Monroe Avenue. 
From this point the route swings back to Monroe Avenue near 
Culver Road and continues to the city line. A four lane 
highway with parking lanes is proposed along Monroe Avenue 
from the city line to the Outer Loop. 
RADIAL ROUTE - Mount Hope Avenue 

This arterial partially on new location is planned to 
extend southerly from the Inner Loop to the city line. As 
planned it will consist of a six lane pavement on South Ave- 
nue to Mount Hope Avenue and a six lane divided pavement 
along Mount Hope Avenue to a point near the Clarissa Street 
Bridge. From this point to the south city line a four lane 
pavement is contemplated. Parking lanes will be provided 
for the entire length. 
RADIAL ROUTE - Lake Avenue 

A northerly radial route is planned along State 
Street and Lake Avenue from the Inner Loop to the Outer Loop 
It is proposed to utilize the existing wide pavement on 
State Street, and to provide a four lane pavement with park- 
ing lanes and turnouts for bus stops on Lake Avenue. 

The combination of radial thoroughfares, inner and 
outer loops, and Thruway connections presents an arterial 
route system designed to serve the anticipated travel vol- 
umes within the period of forecast. Its construction subse- 
quent to mutual agreement, can be completed on a schedule 
compatible with the financial programs of the city and state. 
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AN URBAN AREA ARTERIAL ROUTE PLAN 
FOR 

ROCHESTER AND MONROE COUNTY 

PURPOSE AND SCOPE 

The purpose of this report is to present in concise 
form the data which have been derived from the Rochester 
Traffic Survey and related studies, the conclusions which 
have been drawn from an analysis of that data, and a des- 
cription of the Urban area arterial route system which has 
been designed to meet the anticipated traffic needs within 
the period of forecast. 

The report presents a description of the surveys and 
investigations conducted by the Department, an analysis of 
present and future traffic conditions, basic city planning 
data and the major elements of the planned arterial routes, 
together with estimated right of way and construction costs. 
FORMER STATE HIGHWAY POLICY 

Until three years ago, the general policy of the 
State in regard to urban area highway construction limit- 
ed such work to rural highways in towns and villages. 
General legislative authority was not extended to permit 
State assistance to incorporated cities. As a result state 
highway improvements in rural areas have to a degree kept 
pace with increasing traffic needs. The reverse has been 
true in cities, where the combination of strained financial 
conditions and later wartime material restrictions has pre- 
vented extensive street construction. The lack of an order- 
ly highway improvement program, in keeping with the growing 
requirements of vehicular traffic has resulted in the 



serious problems of congestion, traffic delays and accidents 

which now confront our municipalities. 

NEW STATE POLICY - ARTERIAL ROUTES IN CITIES 

In recognition of these problems, the 19^^ State 
Legislature enacted amendments to the highway law permitting 
state aid to municipalities for the purpose of arterial 
route construction within cities. 

These amendments enable the state to defray the 
entire construction cost of approved arterial highway con- 
struction within cities, and in addition to assume one half 
of any required right of way costs. The remainder of the 
right of way cost is to be borne by the municipalities. 

The Declaration of Policy in this law reads as 
f 0 1 lows: 

"The modernization and the construction 
of arterial highways which are to pass 
through cities, will contribute greatly 
to post-war reemployment and to the 
stimulation of industrial recovery. The 
resources and the technical skills that 
are available to the state for these 
purposes, should be used for the benefit 
of the cities upon the principle that 
the construction of such arterial high- 
ways is a matter of state concern 

The general provisions of the Arterial Law are in- 
cluded as an appendix to this report. 
NEW YORK POLICY - STATE THRUWAYS 

In addition to the Arterial Law, legislative enact- 
ment provides for the construction of a State Thruway from 
the Pennsylvania State Line easterly to the vicinity of 
Albany, and southerly to New York City. 

This proposed facility, presently under construction 
at several points, W'ill have divided arteries of travel with 



an ultimate capacity of three traffic lanes in each direc- 
tion. These arteries will be separated by a mall having a 
minimum width of twenty feet. All crossings at grade are to 
be eliminated and no grade will be in excess of three per 
cent. Long sight distances and easy curvatures are to be 
provided. Access points along the Thruway, connecting with 
principal State highways and arterial routes, will be pro- 
vided with interchanges, designed for heavy traffic volumes 
at modern speeds. 
FINANCING 

To provide for financing of New York State's postwar 
public works program, the Legislature upon the recommenda- 
tion of Governor Dewey established a Postwar Reconstruction 
Fund from surplus revenues collected during the war years. 
Careful financial planning has conserved this surplus which 
together with continued regular federal highway construction 
aid at present levels, and appropriations from anticipated 
state revenues during the next five years, should provide 
substantial funds to meet the costs of the Department's con- 
struction program. 

This sound financial policy permits early construc- 
tion of the much needed highway facilities within cities, 
following approval of the submitted proposals. The comple- 
tion of the planned projects will materially aid in the re- 
lief of the problems arising from continually increasing 
traffic congestion. 
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HISTORY AND SALIENT FEATURES OF THE 
ROCHESTER URBAN AREA 

Rochester, the third most important industrial city 
of Mew York, is said to have had its beginning in a one 
hundred acre tract of land situated just south of the pre- 
sent Main Street bridge on the west bank of the Genesee 
River. Undoubtedly this choice of location by the early 
pioneers was influenced by the sight of the rich and fertile 
lands of the valley and the unharnessed abundant water power 
of the upper falls of the river. The development of these 
natural resources into spreading wheat fields and busy grist 
mills soon generated a demand for better transportation 
facilities to reach the waiting markets beyond the restrict- 
ive limits of existing roads and trails. 

This need was partially met in 1812 by the construc- 
tion of a new road from Niagara and Lewiston which passed 
through Rochester, connecting with the Genesee turnpike at 
Canandaigua. Soon thereafter, the Erie Canal was opened 
through the Rochester area. The combination of new highway 
and water transportation boomed the agricultural and milling 
industry and rapid expansion followed. The original incor- 
porated area of the city in 1831 was more than doubled dur- 
ing the next forty years, as shown on Plate No. 1 which 
illustrates various stages in the growth of the Rochester 
City area. 

As the nation developed westward, the wheat and flour 
industry moved toward the greater expanse of the open plains. 
Today there is no active remnant of this form of enterprise 
in the city's economic life. In its stead, thriving diver- 



sified industries have developed from new inventions and new 
processes. 

Today Rochester is a leader of national and inter- 
national repute in the manufacture of cameras and photo- 
graphic supplies, optical goods and lenses, precision tools, 
and many other products. Its developed urban area has ex- 
panded in all directions along the numerous highways which 
are focused upon the central district of the city. Within a 
N-0 mile radius are located three other important cities, 
Ratavia, Geneva, and Canandaigua together with 30 smaller 
communities each having a population of over one thousand 
persons . 

Five railroads and the new barge canal augment the 
8000 miles of improved regional highways in providing trans- 
portation facilities for the growing volumes of people and 
goods moving to and from the large metropolitan market that 
has developed in Rochester, Airport expansion is planned to 
meet the requirements of increased air travel. 

The desirable combination of diversified industry, 
rich agricultural hinterlands, adequate labor supply, and 
progressive commercial enterprise, when coupled with advanced 
transportation facilities holds forth promise that Rochester 
will maintain its economic stability and continue to rank as 
one of the most important urban areas of the state. 
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PLATE NO. 4 
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SUPPORTING DATA 
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POPULATION GROWTH 



Population growth and trends are basic factors in the 
planning for all phases of community life. In the past cit- 
ies grew rapidly as an outcome of the rapid development of 
the nation, in many instances the rate was even greater due 
to the lure of industrial and commercial centers for mi- 
grants in search of better economic opportunities. The fu- 
ture will undoubtedly see a slower rate of growth in these 
areas, as high birth rates, declining death rates, and for- 
eign immigration decline in importance as determining fac- 
tors. The trend in specific cities will be determined by 
the net result of shifts of population to and from the rural 
and suburban areas. 

The growth of population in the city of Rochester and 
in Monroe County is shown on the accompanying Plate No. 5. 
This graphic presentation illustrates the paralleling growth 
of the city and county during the 1900-1920 period of expan- 
sion. The reduction in rate during the ensuing two decades 
is an indication of a retarded growth within the entire area. 
From 1930 to I 9W the population within the corporate limits 
of the city of Rochester actually declined. 

A conservative forecast of population growth for 
Monroe County anticipates that an increase of slightly less 
than |i| per cent over the \9H0 census figure will be reached 
by I960, with a somewhat higher percentage of growth ocur- 
ring in the suburban area than in the city. It is estimated 
that the urban area population will be 500,000 and that of 
the City of Rochester, 350,000 by i960. 
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POPULATION TRENDS 



The history of the population trend In the Rochester 
urban area is comparable to that of most industrial and com- 
mercial centers. The general community pattern which has 
evolved is one in which the city, although nearly static from 
the point of growth in residential development, continues as 
the focal point of the commercial, industrial, and cultural 
interests of the surrounding newer residential areas. This 
trend, which is shown on Plate No. 6, is the outcome of nat- 
ural desires for open space and modern homes. 

The flexibility of the automobile, as a personalized 
means of transportation, freed the selection of homesites 
from the restrictive limits imposed by fixed transit routes. 

This period of free wheeled transportation opened up 
new areas for development and home building and caused a 
population shift away from the parent city. The immediate 
surrounding townships of Irondequoit, Brighton, and Greece 
with the advantage of accessibility to the centers of indus- 
try and commerce, experienced a population increase of ap- 
proximately 350 per cent between 1920 and I9i|0. Other 
townships in the urban area experienced a substantial but 
smal ler growth . 

This trend of development, which is expected to con- 
tinue, is an important basic factor in the designs of urban 
arterial routes. The expected further development of these 
residential areas will increase present vehicle volumes to 
and from the business and factory centers which in turn will 
require added highway facilities for safe and speedy travel. 
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PLATE NO. 6 



POPULATION DENSITY 



Reference to accompanying Plate No. 7 evinces the 
fact that in general the density of population per acre in 
the city of Rochester is not excessive. The areas of great- 
est density, 61 and 68, bounded on the north by Clifford 
Avenue and on the east by Goodman Street, are contiguous to 
the industrial and commercial centers. Area 66, of compara- 
ble density is also adjacent to a principle industrial 
center . 

The densities found in the balance of the residential 
development are relatively low, with a natural decrease as 
the distance from the center of the city increases. 

Density of population has a definite bearing upon the 
transportation and travel pattern and in consequence upon 
the design of the arterial route system. The most desirable 
arrangement is a system of radial thoroughfares tapping the 
various population centers and leading directly to or close 
by the desired destination points. 

The location of these routes, which in many instances 
will require new rights of way, brings up the problem of the 
demolition of dwelling units and relocation of families. In 
addition the areas of high density, located close to busi- 
ness and industrial development generally reflect the high 
value of these areas in inflated current prices. 

These two important factors are given full considera- 
tion in the design of the new highway facilities described 
in this report. 




PLATE NO. 7 



LAND USE 



A study of land use is basic in developing any arte- 
rial route plan. When built, a system of arterial routes is 
an almost inflexible framework for future city planning. 
The magnitude of expenditure involved in providing new thor- 
oughfares, through built-up areas, decrees that sound prin- 
ciples of proper land use be met. 

The present use of land in the City of Rochester is 
.shown on Plate No. 8. Contrary to the general pattern of 
New York State cities, there is no well defined industrial 
area. Rather, industrial growth is scattered throughout the 
city with light manufacturing establishments often bordering 
on high value residential areas. The existence of these 
better grade residential districts reflects the predomin- 
ance of highly skilled employees in these industries. 

The principal commercial usage is compactly located in 
the central business district with strip community store 
development fingering out along the major thoroughfares. 
This latter development on heavy traveled routes contributes 
to traffic congestion due to parking, truck loading and un- 
loading, bus operation, and pedestrian travel. Typical ex- 
amples of such congestion may be found on Clinton Avenue 
North, and on Joseph Avenue. 

The arterial plan which is presented in this report 
considers the importance of safe and convenient travel be- 
tween the areas of varied land use and the need for the pre- 
servation of natural neighborhood development. 
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PLATE NO. 8 



ASSESSED LAND VALUES 



The location of new radial streets and circumferen- 
tial routes, comprising a planned modern system of highways 
can have a profound effect upon the future of a municipality. 
Their proper design and construction can aid in stabilizing 
land values and even influence restoration of depleted val- 
ues in those areas which have depreciated due in part at 
least to traffic congestion. 

Plate No. 9 shows the 1946 assessed value of land and 
improvements on a square foot basis. It is a clear indica- 
tion of the measure of importance of the different areas to 
the economic life of the city. These values developed be- 
cause of the strategic location of the land for residential, 
commercial and industrial uses. 

It can be noted that in general the areas which are 
most accessible have become the areas of highest value. It 
will be observed that this is true of residential sections 
which have developed near major arteries, and in the central 
commercial or business area which is at the junction of all 
major radial streets. It also applies to the more desirable 
industrial sections adjacent to major streets and railroad 
facilities. In the development of an arterial route plan, 
to provide additional street capacity for the expected traf- 
fic volume, careful attention must be given to the basic 
factors of land use and land values, in order that the f i n\al 
plan for improvement may serve not only as a solution for 
the evergrowing traffic problem, but also add to the better- 
ment of the areas, through which the routes may traverse. 




PLATE NO. 9 



MOTOR VEHICLE REGISTRATION 



The spectacular Increase in the number of motor vehi- 
cles traveling over the urban area highways and the problems 
created by this growing traffic volume are well known to all 
publ ic of f ic ial s. 

In Monroe County the total of passenger car and truck 
registration increased nearly 450 per cent between IS20 and 
1940. 

The 1946 registration figure of 131,663 represents 
one vehicle for each 3.42 persons as compared with a ratio 
of one vehicle for each 9.7 persons twenty -five years ago. 

The graph of yearly motor vehicle registrations shown 
on Plate No. I 0, indicates the steady growth which continued 
until the wartime period when a sharp drop in passenger car 
use occurred. The termination of wartime restrictions was 
followed by sharp increase in registration and a greater in- 
crease in motor vehicle mileage. It is anticipated that the 
rate of increase during the next two decades will approxi- 
mate that of the period between 1930 and 1940. This indi- 
cates a potential of 184,000 cars registered by I960 with a 
corresponding ratio of I car for each 2.7 persons. 

This forecast emphasizes the need of additional high- 
way and terminal facilities in order to maintain efficiency 
and safety in the face of the expected substantial increase 
in vehicular travel. It also stresses the importance of de- 
tailed study and sound plans if the needs of future traffic 
volume are to be successfully met. 
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THE TRAFFIC SURVEY 
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THE TRAFFIC SURVEY 

The comprehensive traffic survey conducted by the 
Department of Public Works consisted of three general parts. 
These three elements of the complete study were a volume 
census, an origin and destination survey, and speed and de- 
1 ay stud ies . 
VOLUME CENSUS 

The twelve hour traffic census, which followed the 
standard procedure for this type of survey, was conducted on 
June 20, 1946. Vehicle volumes in each direction were re- 
corded by the use of denominator indicators and by manual 
checking. The total hourly counts were segregated as to the 
number of passenger vehicles, light trucks, heavy trucks and 
busses passing each station, thus giving the composition of 
the mixed traffic. 

Vehicle volume counts alone are not sufficient for 
thorough study and analysis of existing routes or for the 
design of new routes in that the essential information as to 
the origin and destination desires of the motorist are not 
d isclosed. 

ORIGIN AND DESTINATION SURVEY 

For the purpose of determining the arterial street 
requirements to serve the increased traffic volumes in the 
most efficient manner origin and destination data supplement 
the traffic census. Widening of existing streets will ad- 
mittedly serve increased traffic volumes up to certain 

limits, but until origin and destination data are considered 
it is unknown if the motorists who use these streets are 



being served to the greatest advantage. 

Therefore, as an essential part of the Rochester Ur- 
ban Area Traffic Study an origin and destination survey was 
conducted on the 9th day of July 194-6 to determine the tra- 
vel habits of the motorists in the Rochester area. Plate No. 
II shows origin and destination areas and survey stations. 
Stations were established at every major street and highway 
entering the city forming an outer cordon. An inner cordon 
of stations was also set up surrounding the central business 
district. Other stations were located at major bridges out- 
side of the central business district, and in addition spe- 
cial stations were established to intercept traffic moving 
between residential and industrial sections which would not 
pass through the inner or outer cordon. 

The Planning and Traffic Bureau of the City of 
Rochester selected and manned eighteen additional stations 
In order to investigate miscellaneous cross town traffic 
movements. There were a total of 80 stations as shown on 
this plate at the eighteen city locations and the 62 primary 
locations established and manned by the State Department of 
Public Works. Traffic at the 28 outer cordon stations was 
controlled by the State Police. The Rochester city police 
supervised traffic at the 52 stations within the city. 
A noteworthy indication of the effectiveness of this traf- 
fic control is that while nearly 84,000 vehicles were stopped 
when the drivers were handed questionnaire postal cards dur- 
ing the survey, no reportable accidents occurred. 

In the twelve hours from 7:00 A.M. to 7:00 P.M. 
84,000 questionnaire cards were distributed to motorists by 
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280 employees. These cards requested information on tlie 
origin and destination of the trip, principal intersections 
passed, type of vehicle, purpose of trip and method of park- 
ing. Colored instruction cards which informed the drivers 
of the purpose of the survey and requested that the postal 
cards be returned, were also handed to each driver. These 
colored cards were displayed by the drivers at subsequent 
survey stations as a pass to show that they had previously 
received a q uest ionnai re card. 

Returns were obtained from i\2.6% of the cards handed 
out. They were then coded to indicate the origin and des-^ 
tination of each trip, and mechanically tabulated to obtain 
the origin and destination data included on the following 
plates and in the text of this report. 
SPEED and DELAY STUDIES 

A vehicle speed and delay study forms another Impor- 
tant part of the complete traffic survey. This field inves- 
tigation, made by driving with traffic and recording total 
running time between designated points, and length and cause 
of delay enroute. Is designed to develop information as to 
the cause of congestion on major streets and to establish 
the overall elapsed time between points of origin and des- 
tination. When related to existing street capacities, and 
future estimated volumes, speed and delay data supply addi- 
tional basic Information for the design of the new thorough- 
fare pattern. They also serve as a measure of the planned 
efficiency of the designed routes by the comparison of tra- 
vel time under present and estimated future conditions. 
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PLATE NO. II 



1946 12 HOUR TRAFFIC VOLUMES 



Plate No. 12 is a graphical picture of the twelve 
hour traffic volumes on major thoroughfares in the City of 
Rochester and the contiguous Urban Area. The widths of the 
bands represent the relative volumes of vehicles using the 
various principal streets. The map was prepared from census 
data acquired by the field survey conducted on June 20,1916. 

These twelve hour volumes are useful in that they em- 
phasize the established pattern of existing street usage in 
Rochester. Heavy volume bands appear on the group of 
streets leading from the residential and industrial sections 
in the northwest corner of the city to the central business 
district. A similar condition exists on the group of 
streets in the southeast section of the city leading from 
residential areas to the business district, and also on 
Lyell Avenue and Main Street West. 

The heaviest volume recorded for the twelve hour per- 
iod at the inner cordon was 20,575 vehicles on Main Street 
East at the west side of the North Goodman Street intersec- 
tion. The largest outer cordon volume was II ,488 vehicles 
on East Avenue at the city line. Bausch Memorial Bridge 
with I 3,912 vehicles in twelve hours and the Veterans Memor- 
ial Bridge with 13,312 vehicles carry the heaviest traffic 
crossing the Genesee River outside of the Central Business 
District. The number of vehicles counted at all stations 
during the survey totaled nearly one million. 
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1946 PEAK HOUR TRAFFIC VOLUMES 



Although the 12 hour traffic survey data indicates 
the general distribution of vehicle volumes, it is necessary 
to analyze peak hour movement in the determination of lane 
caoacity and deficiency during the periods of maximum con- 
centration. Since the greatest volumes must be prov i ded for 
regardless of direction, Plate No. 13 was prepared to show 
the maximum hourly volumes which exist under present day 
conditions. This plate also shows locations where the ca- 
pacities of certain streets are deficient for peal< hour con- 
centrations on the basis that local surface streets should 
accommodate 500 vehicles per hour per free travel lane be- 
fore developing seriour congestion and delay. The widths of 

the combined bands indicate to scale the peak hour volumes 
and the widths of the red portions of the bands indicate the 
extent to which existing travel lanes are lacking in cap- 
acity. 

These deficiencies occur on most of the major radial 
routes and, with the exception of Saint Paul Street and Lake 
Avenue, exist in and directly adjacent to the central busi- 
ness district. As the distance from the central area in- 
creases, the deficiencies decrease due to the dispersal of 
traffic onto local streets and the decrease in volume re- 
sulting from the loss of that traffic which has already 
reached its destination. 

The indications are that the capacity of many major 
thoroughfares is reaching a critical stage under existing 
peak hour traffic loads. 




PLATE NO. 13 



I9H6 TIME FLOW 



Plate No. II Is a graphical picture of the space time 
relationship which exists under peak hour travel conditions. 
It shows the time consumed In traveling from the Intersec- 
tion of Main Street East and Clinton Avenue In the central 
business district toward and beyond the city line along ma- 
jor routes. The data for this plate were determined from a 
series of actual runs made during the evening peak traffic 
hou r . 

Considering Main Street East as a typical example, 
three minutes were required to reach University Avenue at an 
average speed of thirteen miles per hour, eight minutes 
elapsed before reaching Culver Road, and a total running 
time of twelve minutes was needed to reach Winton Road, giv- 
ing an overall average speed of fifteen miles per hour. 

Travel time losses were greatest within the congested 
one mile circle surrounding the center of the downtown busi- 
ness district, due primarily to heavy traffic volumes and 
Inadequate street capacity. Double parking, loading and un- 
loading of buses and trucks, and heavy pedestrian movement 
added further delays. Average speeds as low as seven miles 
per hour were recorded. 

Unless relief is afforded these conditions may be ex- 
pected to grow progressively worse, with an Increase in the 
economic loss which results from traffic delays and traffic 
acc idents . 



DESTINATION OF TRAFFIC 
ENTERING THE CITY OF ROCHESTER 

A desirable arterial route system should provide a 
rapid and safe means for the movement of people and goods by 
the most practical direct route between points of origin and 
destination. 

In order to obtain the pattern of existing movements 
between various zones of the urban area, and to establish 
the desire lines of individual and collective travel an ori- 
gin and destination survey was conducted on July 9, 1946. 

Plate No. 15 shows the destination of traffic enter- 
ing the City of Rochester through the outer cordon stations. 
The heaviest groups of desire lines, each line representing 
an average of two hundred vehicles, enter from the north 
and southeast. These vehicles, together with a substantial 
volume entering from the west are predominantly destined for 
zones 62 and 63 which comprise the central business district. 

Reference to the plate also discloses the extent of 
travel from outside of the city to the various zones of in- 
dustry, primarily zones 51, 55 and 67. Much of this travel 
now passes through the main business district in conflict 
with traffic having destination within that area. 

These major groupings of travel desire lines, to- 
gether with miscellaneous movements to various other city 
zones, give a preliminary indication of a desirable pattern 
for the contemplated arterial route system. 
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ORIGIN AND DESTINATION OF TRAFFIC 
ORIGINATING WITHIN THE CITY OF ROCHESTER 

The destination of local traffic originating within 
the City of Rochester is shown on Plate No. 16. Each desire 
line on this plate represents M-00 vehicles. 

The pattern of this internal movement is comparable 
to that which is formed by vehicles originating outside of 
the city, in that the heaviest grouping of desire lines is 
focused on the central district, Zones 62 and 63. Substan- 
tial movement to the industrial area^s, particularly to the 
Kodak area in the northwest section is also illustrated. 

A study of the indicated lines of travel desire 
originating within city zones in combination with those hav- 
ing out of city origin as shown on Plate No, 15, makes mani- 
fest the desirability of segregation of cross city and cen- 
tral district traffic within the central area. The need for 
an adequate system of radial thoroughfares between the den- 
sely built up residential sections and the central district, 
with provision for interconnection along the periphery of 
that area, becomes apparent. 

The absence of desire lines connecting certain zones 
does not indicate lack of travel between such areas. The 
movements portrayed are summations of trips in one direction 
only, and where such travel is substantially less than the 
100 vehicle per day minimum the lines have been omitted for 
greater clarity. 
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DISTRIBUTION OF TRAFFIC RECEIVING CARDS 
AT INNER CORDON STATIONS 

Plate No. 17 is a detailed analysis of the date shown 
on the preceding plate for the inner cordon stations only. 
This study shows separately the innermost origin and destin- 
ation pattern. Each desire line on this plate also repre- 
sents approximately 400 vehicles. The station location map, 
Plate No. 11 shows on which streets the inner cordon sta- 
tions were situated. 

Primary among the heaviest bands of desire lines 
shown on this plate are those from stations 57 and 71, both 
on Main Street, to areas 62 and 63, the business district, 
These bands are indicative of the heavy concentrations of 
traffic occuring on Main Street which is the only through 
street from east to west traversing the business district. 
In addition, this street carries a large number of busses, 
which because of frequent loading operations, add to the 
congestion caused by heavy volumes. 

As on both Plates No. I 5 and No. I 6, the east central 
area is the destination of more traffic than the west cen- 
tral area. However, in planning for adequate traffic facil- 
ities to serve this district, the east and west sections 
should be considered as component parts of the primary busi- 
ness center. Integrating these areas by means of a conven- 
ient circumferential route would aid in obtaining orderly 
development and expansion of the entire area. 
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PLATE NO. 17 



TRAFFIC FROM SUBURBAN AREAS TO THE 
BUSINESS DISTRICT 

Four to six related major thoroughfares each were 
combined to form the six major directional bands of traffic 
shown on Plate No. 18. The widths of the bands indicate the 
vehicle volumes entering the city and the open arrows point 
to the direction of the distribution of disjoined traffic. 
The shafts of the arrows within the central business dis- 
trict show the volumes of traffic with destinations through 
and beyond that district. 

The data on this plate show the present extent of 
heaviest travel over arterial routes leading to the central 
business district from the north, southeast, and southwest 
sections of the city and its suburban area. The number of 
vehicles traveling from one side of the city to the other 
through the central business district, as shown by the ar- 
rows projecting into the central area, is presently of suf- 
ficient volume to warrant a means of travel around the peri- 
phery of this district. Such a facility would expedite the 
movement of this cross city traffic, reduce the overloading 
of existing streets, and relieve the congestion now evident 
in the central business area. 

Traffic flowing from suburban areas to the central 
business district and beyond is of utmost importance because 
it represents a use of major routes for their entire length. 
Present traffic entering the city from rapidly growing sec- 
tions of the Rochester Urban Area, is of sufficient volume 
to warrant consideration of the needs for expressway facili- 
ties between these areas and the central district. 



51 




PLATE NO. 18 



ACCUMULATION AND DISTRIBUTION OF TRAFFIC 
WITHIN THE CITY OF ROCHESTER 

The same grouping of related major streets that was 
used on Plate No. 18 to give a picture of suburban traffic 
flowing into the City of Rochester has been repeated on 
Plate No. 19, which illustrates the traffic entering the 
city from the suburbs in combination with the traffic orig- 
inating within the various areas inside the city. 

The widths of the bands show to scale the total vol- 
umes of traffic, and the open arrowheads the direction of 
the accumulation or distribution of such volume. The shafts 
of the hatched arrows show to scale the vol umes of traf f ic 
entering the central district but having destinations beyond 
that area. 

The heavy volumes of local traffic when merged with 
that originating outside the city causes serious overcrowd- 
ing and congestion on major streets. Plate No. 19 shows 
that this condition increases in magnitude as the cen- 
tral business district is approached. 

The portrayal of the radial movements into and 
through the central area, together with the origin and des- 
tination desire lines indicated on Plates No. 15 through 
No. 19 presents conclusive evidence as to the sections of 
the city which should be primarily considered in the plan- 
ning of an arterial system. 

The forecast of increased vehicle registration on 
Plate No. 10 emphasizes the potential growth in motor vehicle 
volumes for which provision must be made. 
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PLATE NO. 19 



I960 12 HOUR TRAFFIC VOLUMES 
WITH NO IMPROVEMENTS 

The estimated increases in traffic volume in the 
Rochester urban area were obtained through an analysis of 
the basic data presented earlier in this report. The fore- 
casts of population and motor vehicle increases, land use 
and land value data, population densities and trends of pop- 
ulation shifts were all correlated to establish factors for 
the expansion of existing motor vehicle volumes. The prospec- 
tive increases on the major thoroughfares are shown in red 
on the accompanying Plate No. 20, The combined widths of 
the red and blue bands along each major route represent the 
estimated total I960 traffic volume on that street. 

Reference to Plate No. 20 shows that the predicted 
increases are general, affecting all major arteries of tra- 
vel. It is expected that future residential expansion will 
follow the trend toward the north central, easterly, and 
southeasterly sections, and that major industry will contin- 
ue to develop in the northwest quadrant. It is credible, 
therefor, to expect the heaviest increase in traffic volume 
in these directions. 

The design of the arterial route system takes into 
account these potential increases along major lines of tra- 
vel and the probable adverse effects upon the existing 
street system and the congested central business area. 
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I960 PEAK HOUR TRAFFIC VOLUMES 
WITH NO IMPROVEMENTS 



The heavy traffic increases which are anticipated by 
I960 will cause a proportionately heavy increase in volume 
during the morning and evening peak hours of travel. While 
in 1 9i|6 traffic overloads existed on some of the major 
streets especially near the business district, it is expect- 
ed that by I960 serious overloads will exist on nearly every 
major street and that in most cases these deficiencies will 
exist for their entire length, 

The total widths of the bands on Plate No. 21 indi- 
cate peak hour volumes, while the widths of the red portion 
of the bands show the extent to which the existing streets 
are lacking in capacity to meet the estimated peak hour 
loads. 

With these overloads congestion and delay may be ex- 
pected to materially increase and peak hour traffic effi- 
ciency to fall below the present low levels. 

If such conditions were allowed to materialize they 
could well affect the trends of future city expansion and 
the stability of existing development, particularly in the 
high value central district where the concentration of vehi- 
cles is the greatest. 

It is to be concluded that adequate transportation 
and terminal facilities are vital to the well being of the 
city, and that sound investment in a properly planned arte- 
rial system is an economic necessity. 
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I960 TIME FLOW 
WITH NO IMPROVEMENTS 

Plate No. 22 portrays graphically the estimated tra- 
vel time along existing principal radial thoroughfares based 
upon anticipated I960 conditions of increased traffic vol- 
umes . 

Unless provisions are made to accommodate the pre- 
dicted vehicle loads, peak hour travel speeds within the one 
mile circle surrounding the center of the business district 
may easily reach the low level of five miles per hour. 

The indications are that the effects of the antici- 
pated congestion will spread out along* such major arterial 
routes as Lake Avenue, Saint Paul Street, Joseph Avenue and 
East Avenue, adversly affecting expeditions travel to and 
from the central area along these routes. Unless relief is 
afforded, average speeds of between five and ten miles per 
hour may be expected on these thoroughfares during the peak 
hours of travel . 

Such conditions cannot be permitted to develop in a 
progressive community. The commercial, industrial and cul- 
tural services rendered by the city, and the contr i but ion of 
the agricultural and recreational hinterlands are inter- 
dependant. Adequate and convenient transportation is vital 
to their mutual prosperity. The overall financial loss which 
would accrue from increased delays in the movement of people 
and goods would, over a period of time, far exceed the 
necessary expenditures required to develop an adequate 
arter i al system. 
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THE PROBLEM 



THE PROBLEM 



The foregoing traffic data presents a factual picture 
of the creeping paralysis that is already lowering the effi- 
ciency of vehicle movement in the Rochester area. Major ar- 
terial streets carrying heavy volumes of traffic into the 
central district and beyond into other industrial and resi- 
dential areas are reaching a point of saturation. The re- 
sult is time consuming congestion and delay, and unaccepta- 
ble peak hour speeds within the central area and its radial 
entrances . 

The heavy volumes of travel which are now focused 
from all directions on the central district are due to in- 
crease materially. The analysis of the traffic data shows 
this movement to be the greatest from the northerly and 
southeasterly areas of the city. The trend of area develop- 
ment indicates that these areas will expand more rapidly 
during the coming years. However, the forecast of I960 
traffic volumes predicts that most of the major radial 
streets and cross connecting thoroughfares will be inade- 
quate to carry the anticipated peak hour travel and that 
travel in the central area may be reduced to the speeds of 
the horse and buggy days. 

This situation will affect the private vehicle and 
the public carrier alike. The movement of merchandise in 
and out of the area will be seriously hampered. The poten- 
tial demand for vehicle parking space will further aggravate 
the situation. The implications are that the stability of 
commercial development in the central district may be seri- 



ously affected. Expansion of the area will most certainly 
be curtailed and the conditions of blight along the peri- 
phery are more than likely to spread. 

Obviously the economic future of the Rochester urban 
area is dependent to a considerable degree upon the provi- 
sion of an adequate transportation system. Such a system 
must provide for safe and rapid travel into the heart of the 
city from the new State Thruway and other principal state- 
wide routes. In addition, provision must be made for expe- 
ditious and direct travel between points of origin and des- 
tination within the urban area. Traffic movement across the 
city passing through the central district must be tal<en out 
of conflict with movements destined for that commercial cen- 
ter. Travel from the outer fringes of the residential de- 
velopment should be provided with adequate facilities for 

circulatory movements before reaching areas of greater 
traffic density. These features are considered to be essen- 
tial in the development of an overall plan of adequate high- 
ways for the Rochester urban area. 
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THE PLAN 



The traffic study conducted in the Rochester area 
disclosed the points where deficiency in capacity exists 
along certain streets under existing traffic conditions. It 
also revealed the extent to which these deficiencies would 
multiply and spread to the entire major thoroughfare system 
as annual motor vehicle registration increased. Early plan- 
ning and construction of adequate thoroughfares is deemed 
essential to provide for safe and expeditious travel move- 
ment of the growing vehicle volume. 

The Department has developed such a plan after de- 
tailed analysis of the extensive amount of factual informa- 
tion concerning traffic volumes, traffic movements, speeds 
and delays, land-use valuations, population, and other re- 
lated data which have been previously summarized in the 
Report . 

In general, the plan herein presented consists of a 
southeast and a southwest connection to the Thruway which is 
now under construction, an Outer Loop located approximately 
along the outer periphery of the Rochester city area, an 
Inner Loop which encircles the central business district, 
and five radial arterial routes connecting the Inner and 
Outer Loops. 

Two of the planned radial arterial routes and the 
Chili Thruway connections are of the Expressway Type. Ac- 
cess thereto will be limited and controlled, and traffic 
thereon will be unimpeded by lights or frequent intersec- 
tions. Controlled access increases traffic capacity, in- 
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creases permissible travel speeds, and promotes safety. 
These three routes are known as the Clinton Avenue Express- 
way, Monroe Avenue Expressway, and Chili Avenue Expressway. 

The three remaining arterial routes and the Universi- 
ty Thruway connection are proposed at present street level. 
Existing pavements will be widened, traffic will be channel- 
ized as far as practicable, and entrances will be reasonably 
controlled in order to reduce accident hazards and facili- 
tate the flow of traffic. These arterial routes are l<nown 
as Union-Webster-Empire Arter i al , Un i vers ity Avenue Arterial, 
South Avenue-Mt. Hope Avenue Arterial, and Lake Avenue 
Arterial . 

The Inner Loop encompassing the downtown business 
district is 2.1 miles in length, and as projected will re- 
quire a minimum width of right-of-way of 120 feet. This 
width permits the construction of a 92-foot pavement between 
curbs which will accomodate six i2-foot lanes of main line 
travel flanked by an 8-foot strip adjacent to the curb on 
each side of the pavement. The out-of -travel lane strips 
are designed as loading and unloading areas for adjoining 
enterprises, and for emergency parking of cars in distress. 
Opposing traffic will be separated by a four-foot raised 
mall for the greater portion of the inner Loop. Where such 
construction is impractical the extra pavement width will be 
used for traffic line markings. 

Traffic around the Inner Loop will be further expedit- 
ed and accident potentials further reduced by provision for 
the depression of four inner lanes of travel between Water 
Street and Franklin Square. This section of the loop will 
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pass under Saint Paul Street, Franklin Street, North Clinton 
Avenue, and under Joseph Avenue which is planned to be ex- 
tended southwesterly over new location from Central Avenue 
to North Clinton Avenue. This area presently is among the 
most congested in the downtown section. Traffic in this 
area will be facilitated to an even greater extent by the 
suggested street arrangement and proposed directional move- 
ments in the block south of Central Avenue, and facing the 
New York Central Station, as shown on Plate No. 25. The ad- 
ded parking space which can be provided under this scheme is 
important to this area. The whole development adjoining the 
New York Central Station, the U.S. Postoffice, and in the 
immediate vicinity of the new bus depot, will lend itself 
to appropriate landscape treatment, and will integrate in a 
desirable location, both railroad and bus terminals with the 
planned transportation pattern for the downtown business 
area. 

Beginning at North Street, the Inner Loop is project- 
ed over new location. It will be carried under Scio Street 
to the present intersection of East Main Street, North Union 
Street and University Avenue, at which point traffic may be 
distributed in six directions over six radial streets. In 
this location a 3-level structure will permit all traffic to 
pass this point without interruption and without traffic 
s i gnal control . 

Beginning at Gardner Park, on Union Street, the Inner 
Loop will proceed westerly over new location to South Clin- 
ton Avenue, thence over a short length of existing Monroe 
Avenue to South Avenue. 



From South Avenue westerly it is planned to pass over 
a new bridge over the Genesee River just north of present 
Court Street Dam and to continue northeasterly over new lo- 
cation to the present intersection of Broad Street and 
Plymouth Avenue South„ The railway facilities of the Lehigh 
Valley and Erie Railroads within this area can be readily 
adjusted to conform to the proposed street layout. The lo- 
cation of this section of the Inner Loop is favorable to the 
contemplated general improvement of the area Including the 
projected Civic Center. 

The remaining portions of the Inner Loop will be car- 
ried generally at present street levels. In these several 
locations Inner Loop travel will be expedited by the provi- 
sion of service roads for the commercial needs of abutting 
propert ies. 

The Inner Loop generally is about 1500 feet, approxi- 
mately five minutes' walking time, from Main Street, which 
permits uniform and equal transportation service to all en- 
terprise therein and adjoining; yet it is of sufficient size 
to accommodate orderly expansion in i<eeping with the re- 
quirements of the estimated population growth. Excluding 
present street area it contains well over nine million 
square feet of space which, under a sound municipal planning 
and zoning program, will afford ample room for additional 
terminal facilities and for growth of commercial and indus- 
trial enterprise. An estimate of the present land use with- 
in the Inner Loop is shown in Table No. I 

Increased and adequate traffic capacity of seven mod- 
ernized radial arterial routes will make the Inner Loop 
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quickly and easily accessible to all parts of the City and 
the surrounding suburban areas. This will greatly stimulate 
business and encourage enterprise and stabilize or enhance 
total realty values within and adjoining the route. 

The distribution and strategic location of modernized 
arterial routes with their increased traffic capacity will 
effect a saving in travel time to every person using private 
or public transportation in the City. The total aggregate 
of such savings will be substantial, considering that the 
daily loss occassioned by traffic congestion has been esti- 
mated by competent authority to reach the sum of $50,000. 
per day in cities of comparable size. The saving in Roches- 
ter of only a portion of this sum would represent a substan- 
tial rate on any considerable investment made in an adequate 
street improvement program. 

TABLE I 

Land Use Distribution Within Inner Loop 
I 9117 Estimate 

SQUARE FEET PER CENT 

First Class Building 1,015,000 10,8 
($5000 or more per front ft.) 

Second Class Building 2,263,000 24.1 
($1000 to $5000 per front ft.) 

Third Class Building 2,661^,000 28. 1 
(Less than $1000 per front ft.) 

Residential Area 1,506,000 16.0 

Vehicle Parking Area 1,839,000 19.6 

Vacant Area 100,000 1 . 1 

TOTAL 9,387,000 100.0 

The well being of all residents and the employment of 
a considerable portion of them is centered largely In the 



downtown business area. Stabilization of values in the 
Inner Loop area has a profound effect on the whole tax 
structure of the City; for example, to offset a small per- 
centage decrease in tax values in the business loop where 
realty values are high, would require a much larger distri- 
but ion of increased tax collections on property beyond the 
business loop where realty values are lower. Therefore, it 
is to the best interest of all taxpayers to prevent stagna- 
tion or blight from impairing the stability of realty values 
in the inner Loop area. 

The Outer Loop encompasses generally the City of 
Rochester in the immediate vicinity of the city limits. In 
presently unbuilt areas a right of way of 200 feet is 
planned. This width will permit the ultimate construction 
of two lanes of main line travel in each direction, separ- 
ated by a center mall 30 feet in width. Traffic movement 
along a considerable portion of the Outer Loop will be fur- 
ther facilitated by controlled entrance points which, in 
turn, are made possible by the construction of two added 
lanes of service road in each direction. These service 
roads are designed to be separated from main lines of travel 
by intermediate malls 20 feet in width. The use of malls 
will not only facilitate travel but will also permit ap- 
propriate landscape treatment through residential areas. 
Maintenance costs will be lessened by the available 
space for quick snow removal. On account of its stra- 
tegic location the Outer Loop will serve all parts of 
the City as a traffic distributor, thus relieving much of 
the traffic pressure on radial arteries and on the Inner 
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Loop. It is vital to the development of a proper traffic 
flow pattern to meet city-wide needs. 

The Outer Loop with its extension in the northeast 
area to Sea Breeze and in the northwest area to Lake Ontario 
State Parkway, will intercept every existing or planned ar- 
tery of transportation which now or in the future is de- 
signed to enter the Rochester urban area. Its benefits ex- 
tend in all directions and they will exist for all time. 

The long range planning program of the community will 
be aided by the joint participation of the City and the 
State in the development of an adequate arterial system. 
Concurrence in the general design as presented, or as mutu- 
ally modified, together with the creation of a joint finan- 
cial schedule to meet the costs of the projected improve- 
ments, will assure the establishment of a sound framework 
upon which to build the overall city plan. 



POPULATION DENSITY 
WITH PLAN COMPLETED 



The relation of the proposed arterial route plan to 
the present distribution of population is shown on Plate 
No. 27. it will be noted that the arrangement of the radial 
thoroughfares is conveniently close to the areas of greater 
population density. Near the center of the city when the 
density is greatest the proposed arterial routes are approx- 
imately equidistant and less than one mile apart. This 
reasonable spacing permits access to the new facilities with 
a minimum of travel over neighborhood streets. 

Near the perimeter of the city the distances between 
the radial routes becomes greater. However the proposal for 
an Outer Loop provides for good connections between them and 
for rapid, safe travel around the more densely built up sec- 
tions of the city. The location of the sections of the Out- 
er Loop in areas which are but sparsely developed is condu- 
cive to furthering additional building adjacent to the pro- 
posed route. The completion of the plan will provide ade- 
quate and desirable means of travel between all of the popu- 
lated segments of the urban area. 

The accompanying Plate No. 27 shows the projected 
routes leading northerly to the Lake Ontario region. These 
extensions of the Outer Loop and the proposed parl<way ex- 
tension indicated by the dashed line paralleling the Genesee 
fiiver will provide desirable facilities to accommodate vehi- 
cle travel from Rochester and points beyond to the highly 
developed recreational area along the lake front. 
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EXISTING LAND USE 
WITH PLAN COMPLETED 



The plan as presented contemplates the development of 
those major thoroughfares which are essential to accommodate 
the present and estimated future traffic volumes between 
principal zones of origin and destination. Streets which 
serve local traffic within neighborhood districts rather 
than the broader traffic movements are deemed to bea local 
respons i b i 1 i ty . 

Plate No. 28 shows the relation between existing land 
use and the planned arterial system as it will appear when 
completed. It will be observed that the proposed routes 
have been selected so as to traverse within or conveniently 
close to the major industrial and commercial areas. 

Major industrial plants are most frequently developed 
adjacent to primary highway, water and rail facilities. 
This is generally true in the Rochester area and it is rea- 
sonable to assume that further major establishments will 
follow that pattern. Commercial development seeks a location 
that is readily accessible from all points within its trad- 
ing area. It further requires convenient and speedy travel 
to and from its center and adequate terminal facilities 
within its boundary. 

The plan which is here presented considers the basic 
elements of such desirable land use by proposing a balanced 
system of modern thoroughfares to serve the present and fu- 
ture need of the community's residential, commercial, indus- 
trial and cultural interests. 



EXISTING LAND USE 
WITH COMPLETED PLAN 
CITY OF ROCHESTER 
AND ADJACENT AREA 

STATE OF NEW YORK 
DEPARTMENT OF PUBLIC WORKS 

ROCHESTER URBAN AREA REPORT 

JUNE 1947 
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LANDSCAPE FEATURES 



In preparing the plan the Department has been aware 
of the existing parks, park like streets and delightful 
homes and gardens which indicate the special significance of 
trees and flowers in the community life and individual in- 
terests of the citizens of the Rochester Area. 

The proposed arterial routes and expressways will 
carry motorists through and around the city. They will 
transect the entire range of the city's organization — com- 
mercial, industrial, high class residential, sub-class resi- 
dential, and even railroad sidings and refuse areas. Aven- 
ues of trees and informal masses of shrubs along the margins 
of these routes will have value in unifying these traveled 
ways. They will insulate the special type of traffic from 
its miscellaneous surroundings by screening out undesirable 
and distracting areas through the medium of pleasing land- 
scape effects as viewed by the motorist. 




Typical Landscape Development 
CLINTON AVE EXPRESSWAY 



DWAtTMENI OF mtLIC WORKS 

ROCHESTER URBAN AAEA REPORT 
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PLATE NO. 29 



Rather than create a wholly utilitarian strip of 
pavement in a gash cut through the city's structure it is 
held desirable to provide a right of way taking of ample 
width to allow for grass covered malls between the opposing 
traffic lanes and for tree and shrub plantings in well de- 
signed arrangements of ample proportions. The character of 
formality or informality of the planting arrangements and 
the selection of the particular plants will depend upon 
their appropriateness to the situation. Such treatment 
should induce an improved character of land use and land 
values on adjacent areas. 

The illustration at the foot of page 82 showing a 
portion of Clinton Avenue is indicative of the landscape de- 
velopment planned for an expressway route wherein fairly 
continuous rows of shade trees parallel the traveled way and 
screening shrubs follow the fence lines and cover the slopes 
near the bridges. 

The plan for a section of Chili Avenue shown on Plate 
Ko. 30 is representative of an area where the high new lo- 
cation and the irregular property lines permit plantings of 
shade trees, and flowering trees and shrubs with informal 
turf areas to produce a parl<way- 1 i ke effect. Some develop- 
ments of this nature may serve as neighborhood playgrounds 
and small parks for passive recreation. 

Large traffic intersection areas, such as those ill- 
ustrated for north and south of the New York Central Rail- 
road Station, include plans for creating border screens, 
providing settings for good architectural features and in 
general producing open areas of pleasing qualities in other- 
wise congested areas. 
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ASSESSED LAND VALUES 
WITH PLAN COMPLETED 



The planning of an arterial route system witiiin a 
densely populated urban area presents a compl ex i ty of pro- 
blems. While it is of prime importance to select route lo- 
cations which will be of the greatest value to the economic 
and cultural life of the city, due consideration must be 
given to the financial implications which are attendant to 
extensive land requisition for right of way purposes. 

Refe rence to Plate No. 31, which shows the I9^■7 as- 
sessed land values in relation to the proposed Plan, dis- 
closes the compactness of the areas of higher value within 
the center two mile square of the city. The traversing of 
this area by the Inner Loop and a substantial portion of 
each of the seven radial routes as shown on the accompanying 
plates, obviously must be accompanied by a substantial ex- 
penditure for new right of way. As an example, the estimate 
of land cost for the 2.1 miles of the inner loop represents 
over one third of the total estimate of cost of all right of 
way for the 28.8 miles of proposed arterial routes. However, 
preservation of the stability of the high value central bus- 
iness area warrants substantial expenditures. 

The portions of the radial routes outside of the cen- 
tral two mile square, and the Outer Loop are generally with- 
in areas of lesser value. Here the problem is to exercise 
zoning control over the necessary right of way before sub- 
stantial improvements are extended within the designated 
highway areas. 
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I960 PEAK HOUR VOLUME 
PLAN COMPLETED 

The peak hour traffic volumes that will remain on 
other principal streets after completion of the arterial 

route plan are shown in solid blue on Plate No. 32. Volumes 
on the proposed arterials are indicated by yellow bands. 
The capacities of these arterials are generally in excess of 
the anticipated volume demands by I960. The Clinton Avenue 
Expressway, i960 Volume, is estimated at 65 percent of 
designed capacity, Union-Webster-Empire Arterial and Univer- 
sity Avenue at 88 percent. Chili Avenue Expressway, Monroe 
Avenue Expressway and South Avenue-Mt. Hope Avenue Arterial 
75 percent and Lake Ave. |00 percent. The Inner and Outer 
loops are expected to operate near capacity in most sections. 

The dashed blue line shows the approximate location 
of a future parkway development to Lake Ontario. The red 
indication on previous Plate No. 21 showed the extent to 
which the estimated I960 volumes exceeded existing lane ca- 
pacity. Plate No. 32 illustrates how those anticipated de- 
ficiencies have been met with the exception of slight over- 
loads that may remain on portions of Lyel 1 , East and 
Clifford Avenues, which can be relieved by local measures or 
by greater use of the arterial routes than has been assumed. 
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I960 TIME FLOW WITH PLAN COMPLETED 



The construction of selected major thoroughfares 
which will provide rapid communication within and between 
the various important areas of a community will also have a 
beneficial effect upon the interlying networks of city 
streets. Through traffic and much of the local traffic which 
now filters through a maze of more or less unrelated streets 
will be siphoned off to the more expeditious routes. The 
net result will be a more efficient traffic distribution, 
better operating speeds under all conditions and greater 
h i ghway safety. 

The accompanying Plate No. 33 shows the estimated 
travel time along major routes under I960 traffic conditions 
with the plan complete. The conservative figures indicate 
it will be possible to operate vehicles at sustained safe 
legal speeds along the new routes. This will present more 
attractive travel conditions for both the commuter and the 
local resident. Established commercial centers and indus- 
trial areas will be rendered more accessible, largely fore- 
stalling any growing tendency toward decentralization. 

The development of high speed routes from the new 
Thruway into the heart of the city will integrate the 
Rochester area with the entire State highway Network. 




PLATE NO. 33 
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TERMINALS AND PARKING 

The Rochester Urban Area Plan has been prepared and 
is presented with full confidence that the proposed arterial 
i mproverrents will permit and encourage adequate treatment of 
the Parking croblem in the central business district. It 
recognizes the problem, possible solutions to the problem, 
and the most appropriate manner in which the arterial routes 
can be designed and located to aid in the several possible 
sol ut ions . 

The 1946 traffic survey furnished sufficient infor- 
mation to reveal the parking demands and practices, particu- 
larly in this downtown district where the problem is most 
acute. The accumulation of cars by hour on June 20, 1916 
and an estimated accumulation by I960 is shown on Plate No. 
31. The peak accumulation in the area was 13,878 cars at 
3:00 P.M., on the day of the survey, having increased from a 
figure of approximately 2,500 vehicles at 7:00 A.M. This 
accumulation of vehicles included cars in parked positions, 
cars entering the area destined for parking spaces, and cars 
leaving parking spaces. The storage capacity of the central 
business district is 12,000 vehicles, which is about ade- 
quate to satisfy the apparent demand. What the demand may 
have been if more convenient and attractive parking spaces 
had been available was not within the scope of the traffic 
survey . 

Based on increases in motor vehicle registration and 
usage, without consideration nf vehicles which would be in- 
duced to the central business district by a free-flowing 
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arterial route plan, it Is estimated that by 1960 the peak 
accumulation will be over 20,000 vehicles with an attendant 
demand for over 17,000 parking spaces. Necessary traffic 
control measures a^-e gradually decreasing the curb spaces 
and new building construction is consuming the present and 
potential off-street parking areas at an alarming rate. If 
planned parking does not keep pace with Increasing demand 
the first noticeable result will be an increase in the num- 
ber of vehicles cruising the streets of the central business 
district in search of parking areas. These vehicle move- 
ments are equivalent to several normal trips because they 
may pass over the same routes repeatedly while the driver 
searches for parking or waiting spaces. Under this condi- 
tion traffic volumes in the central area will tend to in- 
crease faster than elsewhere in the city and urban area. 
However, the accumulative congestion and delay will soon 
shunt desirable shopping traffic to more convenient commer- 
cial areas. This trend toward decentralization is already 
evident to a varying degree In cities, and is frequently ac- 
companied by depreciation of central area property values. 
It has been concluded by planning and traffic officials that 
Insufficient parking facilities and traffic congestion are 
major factors in these undesirable trends. 

The solution of the terminal and parking problems In 
the downtown section of the City of Rochester is the concern 
of everyone who is actively interested in the future well 
being of the city. Drastic steps may be necessary to pre- 
serve and develop this heart of the city so it can adequate- 
ly meet the requirements of the Motor Age. Inspired civic 



leadership will be necessary to bring an effective planning 
and parking program to a successful conclusion. Curb park- 
ing requirements as related to duration and logical types of 
users should be determined. The use and expanding necessity 
for off-street parking facilities will need to be investi- 
gated. The loading and unloading problem should be studied 
as pertains to curb space, alleys and off-street loading 
bays. This should be recognized as one of the most pressing 
programs that can be undertaken in Rochester in this decade. 

The proposed Inner Loop of the Rochester Urban Area 
Plan is carefully located so as to facilitate the solution 
of the central parking problem. It encompasses the present 
business area and provides space within the loop for liberal 
expansion of business establishments and parking facilities. 
Permanent planning for the several types of land use includ- 
ing parking terminals will be aided by having the central 
area fixed in this manner. 

The arterial routes proposed in this plan will accom- 
modate the increased traffic up to and around the central 
area to exit points convenient to desired destinations and 
to adequate terminal parking areas which shou 1 d be 1 ocated 
inside and adjacent to the loop. The necessity for contin- 
ued local attack on the parking problem to determine the 
type and extent of required facilities is self-evident. Once 
these facilities are established within the loop they will 
combine with the planned radial and circumferential arte- 
rials to maintain and promote the importance of the central 
business district within the entire area. 
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PLATE NO. 34 
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MASS TRANSPORTATION 
IN THE ROCHESTER URBAN AREA 

One of the major factors in the interchange of people 
between the various areas of a city is its system of transit 
facilities. The City of Rochester is served by the Roches- 
ter Transit Corporation, which during 1946 carried a total 
of nearly 154,000,000 passengers over the well distributed 
network of routes shown on Plate Ho. 35. This system con- 
sists of one subway route and 18 major bus routes. 

Nine of these bus routes operate on Main Street East 
at Clinton Avenue. This concentration of routes on one 
street causes a peak hour density of 171 buses in each di- 
rection and an off peak directional density of 89 buses. In 
order to accommodate these transit vehicles, It Is necessary 
to devote one full lane In each direction to their operation. 

The present system of transit operations should be 
studied in connection with the proposed arterial plan. It 
Is to be assumed that the expected time savings gained 
through use of expressways and improved radial streets would 
permit study and possible revision of the established bus 
routes with resulting improvement in scheduled operations. 
The advantages of the location of the Inner Loop with respect 
to the central business district and the flexible operations 
that could be obtained over it should be of special Interest. 

The Rochester Transit Corporation also serves a por- 
tion of the suburban area adjacent to the city. In addi- 
tion, four other companies, with connecting routes to all 
cities in the (/nited States, operate within the Rochester 
Urban Area. The routes covered are shown on Plate No. 36. 




PLATE NO. 35 
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Except for the routes of the Rochester Transit Cor- 
poration, which are integrated with their city system, all 
routes converge on one or the other of two terminals, the 
Central Greyhound terminal at Andrew Street and Franklin 
Square, and the Blue Bus Lines terminal at the corner of 
Broad Street and South Avenue. 

Both of these terminals are immediately adjacent to 
the proposed inner loop in the heart of the city. By vir- 
tue of this location, rapid service over the radial arteries 
leading directly to the Inner Loop will be possible. 

Full cooperation in the detailed planning of the 
arterial system, can assure adequate provision for satis- 
factory transit operation over the proposed routes. Such 
features as bus stop locations, turnouts, waiting areas, 
accelerating and decelerating lanes and protecting islands 
can be mutually agreed upon and incorporated in the detail 
designs. The improvement of schedules, equipment and operat- 
ing procedures should induce more persons to use the transit 
vehicle. Greater use of mass transportation would relieve 
to a considerable extent the anticipated traffic volumes 
within the period of forecast. 
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PLATE NO. 36 
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ESTIMATED COST ANALYSIS 



ESTIMATED COST ANALYSIS 



The arterial route modernization prograif) lierein pre- 
sented, covering the reconstruction and new construction of 
28.80 miles in length, and through areas where realty values 
are high, is estimated to cost about $34-, 000 , 000 . of which 
the City's share of one-half the cost of right of way is 
about $9,370,000. These estimates are based uoon the IS4C 
level of construction costs and upon a right of way cost 
equal to the 194-6 assessed valuation of the property equal- 
ized to 100 per cent and then that amount increased by an 
additional 15 per cent. With the knowledge that costs fluc- 
tuate by reason of economic changes and in appreciation of 
the fact that the accomplishment of this program will re- 
quire a considerable period of time, there is included in 
this Report a suggested order of construction which depen- 
dent upon the availability of funds for capital improvements 
may result in a 15 year period for completion of the plan. 

The order of construction was designed to obtain max- 
imum benefits thereof at the earliest possible date, in 
oractical conformity with a long-term fiscal program. The 
construction of the first seven projects would provide es- 
sential parts of the system which in combination with cer- 
tain city streets would make the plan workabl e and ava i 1 abl e . 
This would permit an early realization of a portion of the 
plan for traffic distribution along a proper pattern from 
which many benefits would be derived, even though the system 
would not function to its full capacity until the completion 
of the Program. 



The cost estimate sheets presented on pages 104 to 
ill inclusive give detailed cost data on the individual pro- 
jects within the city and without the city but still in- 
cluded in the urban area. In addition to the $34,000,000. 
estimated expenditure for projects within the city, it is 
calculated that the essential construction of related high- 
ways outside of the city will cost another $6,500,000. 



ARTERIAL ROUTES INSIDE CITY 
LISTED IN ACCORDANCE WITH SUGGESTED CONSTRUCTION PREFERENCE 



ROUTE 



DESCRIPTION 



MILES 



UKE AVENUE 



LYELL AVENUE to RIDGE ROAD 

New M-il' pavement, special section to preserve trees, concrete 
foundation, asphalt surface, 8' paved parking lanes behind 
combination gutter and mountable curb. 



2.26 



OUTER LOOP 
(mt.read boulevard) 



MAPLE STREET to RIDGE ROAD 

Maple to Lyell - 66' pavement, R.O.W. widened 80' to 92' 
Lyell to Ridge - ultimate section, twin 25' pavement, 30' 
center mall, and service roads in 200' R.O.W. Estimate covers 
first stage 1-25' lane with seperation at railroads and 
Ridgeway Avenue. 



3.52 



INNER LOOP 



SOUTH AVENUE to BROAD STREET - 

92' pavement, 120' R.O.W structure over Rochester Transit 
Subway and Genesee River. 



0.43 



INNER LOOP 



PLYMOUTH AVENUE to STATE STREET 

92' pavement in 120' R.O.W. on new location. 



0. 13 



OUTER LOOP 
(LINCOLN AVENUE) 



INGLEWOOD DRIVE to MAPLE STREET (BUFFALO ROAD CONNECTION) 
66' pavement, 100' R.O.W. new location, seperation structure at 
Buffalo Road, New York Central, B & 0 West Avenue and Chili 
Avenue Expressway. 



1.18 



INNER LOOP 



NORTH STREET to UNION STREET to CHARLOTTE STREET 
F rom North Street to Gibbs Street, 92' pavement, 120' R.O.W. 
Gibbs Street to Scio Street, 76' pavement depressed under Scio 
Street thence ^■ lanes of traffic are carried over interchange 
and connects with University Avenue, Union Street, between Weld 
Street and Charlotte Street, will be depressed to pass under 
interchange. Two-lane ramps, in each d irection,wi 1 1 provide 
connections between inner Loop, Union Street, Main Street East 
and University Avenue. 



0.58 



INNER LOOP 



UNION STREET at GARDINER PARK to SOUTH CLINTON - 

92' pavement in 120' R.O.W. new location Union Street to 

Clinton Avenue, Service roads where required. 



0.35 



UNION-WEBSTER-EMPIRE 



INNER LOOP to CITY LINE - 

Main Street to Bay -go' pavement, 120' R.O.W. via Union Street, 
Central Park, new location and Webster Avenue, Bay to Empire 
66' pavement, 100 R.O.W. via Bay Street, new location. Martinet, 
CI if ford. 



2.45 



MONROE AVENUE 
EXPRESSWAY 



INNER LOOP to FIELD STREET - 

Twin 25' pavement depressed, generally parallel to existing 
subway, all grade crossing eliminated. Ramps to Inner Loop, 
Clinton Avenue South and South Avenue included. 



1.60 



ESTIMATED COST 



CONSTRUCTION RIGHT-OF-WAY 



TOTAL 



STATE SHARE 



CITY SHARE 



600,000 



600,000 



600,000 



^30,000 



118, 100 



578, 100 



501,050 



71,050 



812,500 



733,100 1,515,600 



,179,050 



366,550 



15,500 



721,000 



219,800 



295,300 



637,300 1,361,300 



170,100 
,012,650 



121,900 
318,650 



966,300 



1,515,500 2,181,800 



I ,721,050 



757,750 



159.000 



627,100 



786,100 



172,700 



313,700 



I ,023,000 



978,300 2,001,300 



I ,512,150 



189, 150 



I ,268,600 



1,611,110 2,879,700 



2,071,150 



805,550 
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ARTERIAL ROUTES INSIDE CITY 
LISTED IN ACCORDANCE WITH SUGGESTED CONSTRUCTION PREFERENCE 



ROUTE 



DESCRIPTION 



MILES 



CHILI AVENUE 
EXPRESSWAY 



INNER LOOP 

(CUMBERLAND STREET) 



INNER LOOP to GENESEE STREET - 

Twin 25' pavement, 196' to 172' R.O.W.over new location, 
elevated or depressed Inner Icop-Genesee Street-grade seperation 
at Clarissa Street, Pennsylvan la Railroad, Jefferson Avenue, Bron- 
son Avenue and Genesee Street, Ramp connections at Genesee Street. 

STATE STREET to NORTH STREET 

92' pavement State Street to Genesee River, widen river bridge 
4 lanes depressed from Genesee River to Ormond Street and twin 
32' pavement on surface. Grade seperation at St. Paul, Clinton 
Avenue North and Joseph Avenue extension. 



.23 



0.70 



UNIVERSITY AVENUE 



CLINTON AVENUE 
EXPRESSWAY 
and 

OUTER LOOP (KEELER 
STREET EXPRESSWAY) 



INNER LOOP 

(UNION STREET) 



INNER LOOP 

(PLYMOUTH) 



INNER LOOP to CITY LINE 

Twin pavement with 4' raised mall, 120' R.O.W elimination 
over New York Central Railroad (Auburn Branch) 

NEW YORK CENTRAL RAILROAD to OUTER LOOP 
GENESEE RIVER to JOSEPH AVENUE - 

Twin 36' pavement with 30' mall, Grade separation with access 
at Buchan Park, CI i f ford Avenue, Avenue D and Norton Street. 
Construction also includes Keeler Street Expressway, with twin 
25' pavements and 6' mall, grade seperations at St. Paul Street 
Hollenbeck Street, New York Central Railroad and Clinton Ave. N. ' 

CHARLOTTE STREET to GARDNER PARK 

Construct 92' pavement at grade with service road to provide 
limited access. Widen existing R.O.W. to 200' on the west side. 



2.54 



BROAD STREET to ALLEN STREET - 

Construct 92' pavement at grade, widen existing R.O.W. 
120' on west side. 



2.49 



to 



0.31 



0.26 



MONROE AVENUE 

EXPRESSWAY 



FIELD STREET to CITY LINE 

Twin 25' pavement 186' R.O.W., ramp connections at Monroe 
Avenue, channelized intersetion at Culver Road. 



0.86 



OUTER LOOP 
(RIDGE ROAD) 



MAYFLOWER STREET to LAKE AVENUE 
Pavement widened to 76' no R.O.W. 



necessary. 



0.74 



OUTER LOOP JOSEPH AVENUE to EAST CITY LINE 

(KEELER ST. EXPRESSWAY Twin 25' pavement with 30' center mall and service roads 

where necessary, R.O.W. 200' wide on new location, grade 
separations at Hudson Avenue and Carter Street. 



1.00 



ESTIMATED COST 



107 



CONSTRUCTION RIGHT-OF-WAY 



TOTAL 



STATE SHARE CITY SHARE 



1,117,000 2,367,800 3,5li|,800 2,330,900 1,183,900 



1,109,700 2,1138,000 3,517,700 2,328,700 



1 ,219,000 



916,000 



918, 100 



1,891,100 1,120,050 



171,050 



1,981,000 2,900,800 1,881,800 



3,131,100 



,150,100 



158,500 



722,800 



881 ,300 



519,900 



361 ,100 



91,000 



368,100 



159,100 



275,200 



181,200 



60,700 



526,500 



687,200 



123 , 950 



263,250 



110,000 
137,000 



30,100 



110,000 



167,100 



110,000 



152,050 



5,050 



108 ARTERIAL ROUTES INSIDE CITY 

LISTED IN ACCORDANCE WITH SUGGESTED CONSTRUCTION PREFERENCE 



ROUTE 



DESCRIPTION 



MILES 



SOUTH AVENUE - 
MT. HOPE AVENUE 



INNER LOOP to CITY LINE 

South Avenue 90' pavement, 120' R.O.W. Mt. Hope Avenue to Linden 
Street, twin 32' Pavement, 28' minimum center mall, 120' R.O.W. 
Linden to Reservoir Avenue over new location 66' pavement, 100' 
R.O.W. Mt. Hope Avenue to City Line 66' pavement, 92' R.O.W. 



2.92 



CHILI AVENUE 

EXPRESSWAY 



GENESEE STREET to CITY LINE - 

Twin 25' pavement, 106' to 172' R.O.W. Depressed section with 
grade separation structures at Woodbine Ave., Thurston Road, Outer 
Loop and Genesee Park Boulevard. Access provided at Rugby Avenue 
and Turner Street. This expressway will bring traffic from the 
southwest Thruway connection into the heart of Rochester. 



,56 



OUTER LOOP 

(WINTON^-SEA BREEZE 
ELMWOOD - WINTON) 



CITY LINE at COLEBOURNE RD. to CITY LINE at ATLANTIC AVENUE - 
Twin 25' pavement, 200' R.O.W., connecting two sections of the 
Elmwood - Winton Highway at the City Line 



0.65 



LYELL AVENUE 



MT. READ to CITY LINE - 

Construct 66' pavement, widen R.O.W. 



to 92'. 



0.81 



BROOKS AVENUE 



GENESEE PARK BOULEVARD to CITY LINE - 
Construct 40' pavement, no R.O.W. necessary, 



0.20 



OUTER LOOP 

(MT. READ BOULEVARD) 



MAPLE STREET to RIDGE ROAD (2nd stage ) - 

Complete second stage of construction, a second 25' lane and 

service roads separated by 20' malls. 



TOTALS 



28.80 



Land cost - I9i|7 - Assessed valuation brought to equalization plus \b%. 



Sections of Scottsville Road, Dewey Avenue, Genesee Park Boulevard, 
Elmwood Avenue, Ridge Road West and State Street are included in 
the system but not to be improved under this plan. 



ESTIMATED COST 
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CONSTRUCTION RIGHT-OF-WAY TOTAL STATE SHARE CITY SHARE 



886,300 796,800 1,683,100 1,284,700 398,400 



1,444,1100 1,076,600 2,521,000 1,982 , 7 00 538,300 



173,000 48,000 221,000 197,000 24,000 

. 114,000 17,400 131,400 122,700 8,700 

30,000 0 30,000 30,000 0 

567,300 0 567,300 567,300 0 

15,417,800 18,741,900 34,159,700 24,783,750 9,370,950 



Construction cost based on 1940 prices. 
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ARTERIAL ROUTES OUTSIDE CITY 
LISTED IN ACCORDANCE WITH SUGGESTED CONSTRUCTION PREFERENCE 



ROUTE 



DESCRIPTION 



OUTER LOOP 

(WINTON ROAD-SEA BREEZE) 



EMPIRE BOULEVARD to SEA BREEZE - 

Empire to Titus Ave. -Twin 25' pavement, 30' mall and service roads separ- 
ated by 20' malls on new location, 200' R.O.W. Grade separations at Empire 
Blvd. and Keeler Street Expressway. Titus Ave. to Durand Boulevard - 66' 
pavement, 100' R.O.W. Durand Boulevard to Sea Breeze - 50' pavement vari- 
able width R.O.W. 



OUTER LOOP 

(WINTON ROAD-SEA BREEZE 
and ELMWOOD-W I NTON) 



EMPIRE BOULEVARD to CITY LINE at COLEBOURNE RD. and CITY LINE at ATLANTIC 
to EAST AVENUE - 

Twin 25' pavement, 30' mall, service roads separated by 20' malls on new 
location, 200' R.O.W. Grade separations at Winton Road, Blossom Road, 
New York Central Railroad and Thruway Connection. 



OUTER LOOP 
(ELMWOOD AVENUE and 
ELMWOOD - WINTON) 



MONROE AVENUE to EAST AVENUE - 

Widen Elmwood Avenue to 92' R.O.W., construct 66' pavement on new location 
north to East Avenue. R.O.W. 100' to 160' wide, pavement 50' and 66' Grade 
separations at Subway, and New York Central Railroad (Auburn Branch). 



OUTER LOOP 
(KEELER STREET 
EXPRESSWAY) 



EAST CITY LINE to WINTON - SEA BREEZE - 

Twin 25' pavement, 30' mall and service roads separated by 20' malls on 
new location, 200' R.O.W. Grade separations at Portland Ave., N. Goodman 
St., Culver Rd. and Winton - Sea Breeze (Outer Loop). 



OUTER LOOP 

(MT. READ BOULEVARD) 



RIDGE ROAD WEST to LAKE ONTARIO STATE PARKWAY - 

Ridge to Latta Rd. - Twin 25' pavement, 30' mall and service roads separ- 
ated by 20' malls, 200' R.O.W. Latta Rd. to Lake Ontario State Parkway - 
Twin 25' pavement, 30' mall, 200' R.O.W. on new location. Grade separation 
over New York Central Railroad (R.W.& 0. Branch). 



MONROE AVENUE 



CITY LINE to ELMWOOD AVENUE - 

Construct 66' pavement, widen existing R.O.W. on both sides to 92'. 



OUTER LOOP 
(ELMWOOD AVENUE) 



SOUTH GOODMAN ST. to MONROE AVENUE - 

Widen existing Elmwood Avenue on south side to iSI'. Utilize existing M-O' 
pavement, build 32' pavement separated by 30' mall, taper to 66' pave- 
ment near Buckland Avenue. 



ELMWOOD AVENUE 



CLOVER STREET to UNIVERSITY AVENUE (THRUWAY CONNECTION) - 

Construct 50' pavement, widen existing R.O.W. to 100' minimum. Grade 

separation at Thruway Connection. 



TOTALS 



Land Cost - I9H7 - Assessed valuat ion brought to equalization plus 15^ 
University Avenue Thruway Connection to be built with other funds. 



ESTIMATED COST 



MILES CONSTRUCTION RIGHT-OF-WAY TOTAL 

'^■65 1,357,1^00 225,000 1,582,700 



835,000 80,700 915,700 



,61 



611,000 



219,300 



833,300 



2. Ill 



911,000 



12,100 



983, 100 



1.56 



I ,256,000 



11,800 



I ,300,800 



0.77 



2.00 



108,000 
289,000 



68,500 
15,000 



176,500 
331,000 



12 



235,000 



82,700 



317,700 



19.03 



5,635,300 808,500 
Construction cost based on 1910 prices. 



6,113,800 
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DETAILS OF THE PLAN 



DETAILS OF THE PLAN 



The details of the proposed arterial route plan for 
the Rochester Urban Area are shown on following Plates No. 
37 through No. 53. 

The rights of way for the improvements are shown on 
the strip maps in green and the proposed pavements are in 
yellow. Primary construction necessary for the proper func- 
tioning of the plan is shown by solid lines, with future ad- 
ditional development indicated by dashed lines. 

The purpose of the detailed maps is to show the gen- 
eral location of the proposed routes as related to the con- 
tiguous street system rather than to show individual proper- 
ty lines and specific proper'ty which would have to be ac- 
quired. Where the details of any route require more than 
one plate, match lines are provided to preserve continuity. 

The Inner Loop, a salient feature of the plan, is 
shown on Plate No. 26 and is described in detail on pages 66 
through 7M-. 
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PLATE NO. 37 



CLINTON AVENUE EXPRESSWAY 
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CLINTON AVENUE EXPRESSWAY 



Overloads on the major streets running north from 
the downtown business district will be relieved by this 
proposed express-type arterial which as designed will have 
greater capacity than the requirements anticipated within 
the period of forecast. It will follow new right of way 
parallel and east of existing Clinton Avenue from the Inner 
Loop to the Outer Loop, forming an important link in the 
high-type arterial route from the north to southeast sec- 
tions of the city as proposed by this report. The south 
terminal of the expressway will be formed by spurs con- 
necting to Clinton Avenue for south-bound traffic and from 
Joseph Avenue for north-bound traffic. These streets will 
pass under the New York Central Railroad through the present 
underpass thereby effecting a marked saving in structure 
costs and construction time. These existing structures 
will be adequate for many years on the basis of this one- 
way operation. Easy access will be provided to the Inner 
Loop which will be depressed at the connection just south 
of the New York Central Terminal. The open area which will 
be created along the entire route will be advantageous 
to abutting property. This Clinton Avenue Expressway will 
be raised slightly above ground level. It will pass over 
Buchan Park, Clifford Avenue, Avenue D, Burbank Street 
and Norton Street. At Norton Street it will swing to the 
west side of Clinton Avenue and thence north to an inter- 
change at the Outer Loop on Keeler Street. The connecting 
pavements at the south end on Clinton and Joseph Avenues 
will be generally 48 feet wide. The expressway portion 
will have two 36 foot lanes in each direction. Variable 
widths of right of way will be required for this important 
arterial for the entire length of 2.36 miles. 
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PLATE NO. 38 



UNION-WEBSTER-EMPIRE ARTERIAL 
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UNION-WEBSTER-EMPIRE ARTERIAL 



This arterial route Is designed to intercept the 
the flow of traffic from the northeasterly section of the 
city. Such an arrangement will relieve congestion on Main 
Street East, near North Goodman Street and provide better 
travel facilities from the outer section of the city and 
the adjacent expanding urban area. Planned as a 90 foot 
from the east side of the Inner Loop along Union Street 
North, it will continue via Central Park and over new loca- 
tion to Webster Avenue thence to Bay Street. A 66 foot 
pavement is proposed along Bay Street continuing to Empire 
Boulevard via new location and Martinet Avenue, and thence 
along Clifford Avenue to Empire Boulevard at the city line. 
The existing four lane pavement along Empire Boulevard will 
connect to an interchange at the Outer Loop. Right of way 
will be required to provide a minimum width of 120 feet 
from the Inner Loop to Bay Street. The existing right of 
way along Central Park is adequate. Additional right of 
way will be necessary to provide a minimum width of 92 
feet from Bay Street and Webster Avenue to the City Line. 
The length of the proposed improvement is 2.15 miles. 
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PLATE NO . 39 



UNIVERSITY AVENUE ARTERIAL 
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UNIVERSITY AVENUE ARTER I AL 



The southeast connection from Rochester to the New 
York State Thruway is an important service of this planned 
arterial. It will divert much of the growing traffic load 
from East Avenue and serve many industrial plants on the 
east side of the city. It will have twin im foot pavements 
separated by a four foot raised mall from Union Street at 
the Inner Loop to the City Line, a distance of 2.54 miles. 
A through connection overpassing the i nterchange at the 
Inner Loop, Main and Union Streets, will provide ideal 
access to the north side of the Inner Loop and thence to 
the Clinton Avenue Expressway completing the proposed 
cross-city route from the southeast to the north side of 
the city. Easterly from the Inner Loop the University Ar- 
terial will descend to meet the limited number of intersec- 
ting streets at grade. It will overpass the New York Cen- 
tral-Auburn Branch beyond Winton Road and continue on new 
location to the east city line along the old trolley bed. 
Right-of-way width of 120 feet will be needed. It is pro- 
posed to provide this width by acquiring land along the 
present 66 and 100 foot street, and on the new location at 
the city 1 ine. 
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PLATE NO. 110 



UNIVERSITY AVENUE THRUWAY CONNECTION 
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UNIVERSITY AVENUE THRUWAY CONNECTION 



The link between the University Avenue Arterial and 
the Thruway Connection from the southeast will be formed by 
this proposed highway. Traffic from the east, and traffic 
traveling north or south on the circumferential Outer Loop, 
will be provided with easy access to the residential and 
industrial sections along University Avenue, and to the 
heart of the city via this facility. It is planned as two 
25 foot roadways separated by a mall on a 100 foot minimum 
right of way to be acquired along the old trolley bed. The 
section will extend from the city line to Linden Avenue with 
access limited to interchanges near the city line at the 
Outer Loop on the westerly end and at Linden, East, and 
Elmwood Avenues on the easterly end. It is planned to pass 
under the Outer Loop, and over Linden Avenue at the east end 
as well as over the intermediate roads at which no access 
will be provided. The length from the city line to Linden 
Avenue, as proposed, wi 1 1 be 1.58 miles. 
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PLATE NO. 14 I 



MONROE AVENUE EXPRESSWAY 
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MONROE AVENUE EXPRESSWAY 



The heavy traffic demands in the southeast section 
of the city and urban area will be served by this suggested 
arterial. It will begin at an interchange at Monroe Avenue 
and the Inner Loop and lead southerly into a depressed 
section along the east side of the Rochester Transit Subway 
to a point east of South Goodman Street where it will as- 
cend to grade and cross to the south side of the subway. 
Two spurs along the outer edges of the arterial will con- 
nect to Field Street and thence to Monroe Avenue. The center 
two 25 foot pavements and 6 foot dividing mall will then 
descend to pass under Monroe Avenue, and continue along 
the south side of the subway gradually ascending to grade. 
About 1000 feet east of Monroe Avenue the route will swing 
southerly at ground level meeting Monroe Avenue and Culver 
Road with a large channelized intersection. It will then 
follow Monroe Avenue southeasterly to the City Line. The 
divided lane pavement will end at this point and a 66 foot 
pavement will follow Monroe Avenue to the Outer Loop at 
Elmwood Avenue. A minimim of 112 feet of new right of way 
will be required for thj express type construction in the 
city. The total length will be 3.23 miles from the Inner 
Loop to the Outer Loop. Its design adjacent to a portion 
of the subway will permit shifting the alignment to the 
trolley bed if for any reason subway operations should be 
discontinued prior to construction. Use of the trolley 
right of way would effect a considerable saving in land 
and construction costs. 
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PLATE NO . U2 



SOUTH AVENUE - MOUNT HOPE AVENUE ARTERIAL 
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SOUTH AVENUE - MOUNT HOPE AVENUE ARTERIAL 



Mount Hope Avenue connects with routes U.S. 15 and 
and N.Y, ISA, the principal routes to all points south of 
Rochester. The widening and improvement of this street 
within additional right of way will provide adequate accom- 
modation for the impending overloads on Mount Hope and 
South Avenues. The proposed arterial will follow South 
Avenue from the Inner Loop to the Mount Hope intersection 
on a 90 foot pavement, changing to two 32 foot pavements 
separated by a 28 foot mall beyond this point and continu- 
ing to Aver i 1 1 Avenue. The wide mall will allow future 
construction of additional lanes. The proposed route will 
then swing to new location on the east side of Mount Hope 
Avenue to Linden Street, with a further widened mall to 
accommodate a channelized intersection at the Clarissa 
Street Bridge. It will continue southerly on the new loca- 
tion, over-passing Robinson Drive and returning to Mount 
Hope Avenue near Reservoir Ave. This section of 66 foot 
pavement is planned within a 92 foot minimum right-of-way. 
The same type pavement and right-of-way width will continue 
to the south City Line. The arterial will be 2.92 miles in 
length. The new location from Averill Avenue to near Reser- 
voir Avenue has been selected in order to obtain a better 
alighment and to eliminate damage to the large trees front- 
ing the substantial homes along Mount Hope Avenue south 
of Clarissa Street. 
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PLATE NO . M3 



CHILI AVENUE EXPRESSWAY 
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CHILI AVENUE EXPRESSWAY 



This arterial will form the connection between 
Rochester and the New Yorl< State Thruway to the west. It 
will also provide traffic relief in the west and southwest 
sections of the city and urban area. It is planned as an 
express highway on new location, consisting of two 25 foot 
roadways with a dividing mall. The right-of-way will re- 
quire a minimum of 106 feet along depressed sections and 172 
feet at fills. Beginning at the Inner Loop with a channel- 
ized intersection at grade near Spring Street and continuing 
across Plymouth Avenue and Troup Street, it will then ascend 
to a fill section overpassing Clarissa Street and the 
Pennsylvania Railroad. Turning westerly along the north 
side of Tremont Street, it will descend into a depressed 
section passing under Jefferson Avenue where it will turn 
southwesterly, underpassing Bronson Avenue and Genesee 
Street. Access ramps will provide connections for these 
streets. From a point near Kenwood Avenue, it will run 
parallel along the north side of Frost Avenue with access 
provided at Rugby Avenue. Beyond this intersection jt Is 
planned to extend southwesterly and westerly along the south 
sides of Wilton Terrace and Devonshire Court with grade 
separations at Woodbine Avenue and Thurston Road and access 
at Turner Street. Passing under the Outer Loop and Genesee 
Park Boulevard, it will return to grade on Chili Avenue which 
it will follow to the City Line. The total length from the 
Inner Loop to the City Line is 2.79 miles. 
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PLATE NO. MM 



LAKE AVENUE ARTER I AL 
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LAKE AVENUE ARTERIAL 



Widening existing Lake Avenue will effectively in- 
crease the capacity of this major traffic artery between the 
Inner Loop near Central Avenue and the Outer Loop at Ridge 
Road West. No improvements are contemplated for the exist- 
ing 51 foot pavement on State Street. From Lyell Avenue 
northerly to the Outer Loop the present 36 foot pavement 
will be widened to 11 feet between combination gutters and 
mountable curbs. A macadam paved area along each side back 
of the curb line will provide out of travel lane parking 
space. Turnouts will be provided for bus stops to promote 
uninterrupted flow of traffic in the four travel lanes. No 
additional right-of-way will be required for this improve- 
ment. This arterial will extend for a distance of 0.57 
miles along State Street from the Inner Loop to Lyell Avenue 
over existing pavement and for 2.26 miles along Lake Avenue 
from Lyell Avenue to Outer Loop at Ridge Road over the pro- 
posed 11 foot pavement. Center line shown on the plan 
represents traffic marking. 

This planned arterial in combination with the pro- 
posed Clinton Avenue Expressway will provide adequate 
traffic capacity for the estimated travel from the central 
business area to the urban area which is developing rapidly 
in this direction. 
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PLATE NO . U5 



OUTER LOOP 

RIDGE ROAD WEST - KEELER STREET EXPRESSWAY 
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OUTER LOOP 

RIDGE ROAD WEST - KEELER STREET EXPRESSWAY 



Beginning at Mount Read Boulevard near the west city 
line, this route is planned to utilize the existing 70 foot 
wide Ridge Road West with its 40 foot pavement, as far as 
Mayflower Street. From this point easterly to Lake Avenue, 
the pavement will be widened to 76 feet within the existing 
99 foot right-of-way. From Lal<e Avenue easterly„the exist- 
ing facilities including the existing bridge over the 
Genesee River are considered to be adequate. From the 
bridge location easterly, the expressway will be depressed 
with a traffic interchange provided at St. Paul Street. Con- 
tinuing easterly, grade separations are planned at Hollenbeck 
Street, the Rochester branch of the New York Central Railroad 
and at the Clinton Avenue Expressway where traffic inter- 
change will be provided. The route will return to grade 
near Joseph Avenue. The section between the Veterans' 
Memorial Bridge and Joseph Avenue will require a minimum 152 
foot right-of-way to provide for the proposed twin 25 foot 
pavements separated by a six foot mall. From Joseph Avenue 
to the city line, the route will be in new location, with 
grade separations at Hudson Avenue and at Carter Street near 
the east city line. This portion of highway, between Joseph 
Avenue and the east city line, will be within new right-of- 
way, 200 feet in minimum width, and will consist of a twin 
25 foot pavement separated by a 30 foot center mall with a 
22 foot service road on either side where required to serve 
abutting property. Provision for turning will be made at 
termini of all service roads. The length of this section 
will be 3.41 miles. 
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PLATE NO . U6 



OUTER LOOP 
KEELER STREET EXPRESSWAY 
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OUTER LOOP 
KEELER STREET EXPRESSWAY 



This section is a continuation of tlie northerly leg 
of the Outer Loop beyond the city limits. Located within 
new right-of-way, having a minitnum width of 200 feet, it is 
planned as a twin 25 foot pavement separated by a 30 foot 
center mall. Service roads 22 feet in width will be con- 
structed on either side of the expressway where required. 
From the city line, the new highway will pass over Portland 
Avenue with access provided, over North Goodman Street with- 
out access, over Culver Road where a traffic interchange is 
planned continuing easterly to a connection with the Winton- 
Sea Breeze section of the Outer Loop. Provision for turning 
will be made at termini of all service roads. This section 
will be 2.41 miles in length. 
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PLATE NO. 147 



OUTER LOOP 
Wl NTON - SEA BREEZE 
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OUTER LOOP 
WINTON - SEA BREEZE 



This section of the Outer Loop is planned on the 
abandoned Sea Breeze trolley bed and new location from the 
Sea Breeze-Nine Mile Point Road near the Irondequoit Bay 
Outlet Bridge to a point a short distance south of Bay View 
Road where it will connect with the east leg of the Outer 
Loop. A 50 foot pavement on variable right of way is pro- 
posed to connect the outlet bridge southwesterly to Durand 
Boulevard where a channelized intersection will provide the 
free flow of traffic to and from Durand-Eastman Park. From 
Durand Boulevard to Titus Avenue, a 66 foot pavement will 
generally follow the old Sea Breeze trolley bed which will 
be widened to 92 foot right of way. From Titus Avenue, twin 
25 foot pavements separated by a 30 foot mall will follow a 
new 200 foot right of way to a point south of Bayview Road. 
This section will connect with the north leg of the Outer 
Loop by a complete interchange which is designed to provide 
for a possible future extension of a route easterly across 
Irondequoit Bay. Service roads 25 foot wide will be pro- 
vided where necessary. This section of the Outer Loop will 
be 3.97 mi les in 1 ength. 
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PLATE N0.U8 



OUTER LOOP 
E LMWOO D - W I N TON 
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OUTER LOOP 
ELMWOOD - WINTON 



Beginning at Elmwood Avenue, this section of the 
Outer Loop will consist of a 66 foot pavement extending nor- 
therly within a new 100 foot minimum right of way. The 
intersection with Esplanade Drive is planned at grade, be- 
yond which the highway will continue northerly still at 
grade, east and parallel with Thaclcery Road to Highland Ave. 
Beyond this point the pavement width is reduced to 50 feet 
within a 120 foot new right of way between Pelham Road and 
Council Rocl< Avenue. After crossing East Avenue at grade, 
the new route will be elevated passing over the University 
Avenue Thruway Connection, where access will be provided, 
and over the New Yorl< Central Railroad. Beyond the railroad 
the highway will again be at grade until it reaches Blossom 
Road where there will be a separation with access provid- 
ed via the service roads. Rising to grade near Clover Street 
Boulevard, it follows to Atlantic Avenue. The planned route 
continues northerly over new location at approximately 
present grades to an underpass at Winton Road North near 
Culver Parkway. No access will be provided with Winton Road. 
Beyond Winton Road it will pass under Empire Boulevard, 
where a traffic interchange will be provided, and continue 
northerly, east of and parallel to Helendate Road, to a 
grade intersection with Bay View Road. The portion of the 
Outer Loop from East Avenue to Bay View Road will require a 
200 foot minimum right of way to accommodate a twin 25 foot 
pavement, separated by a 30 foot center mall. Service roads 
22 feet in width will be built to serve abutting property 
when necessary. Provision for turning will be made at termini 
of all service roads. This section will be 2.53 miles in 
I ength . 
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PLATE NO. U9 



OUTER LOOP 
ELMWOOD AVENUE 

GENESEE STREET TO EAST CITY MNE 
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OUTER LOOP 
ELMWOOD AVENUE 

GENESEE STREET TO EAST CITY LINE 

The Elmwood Avenue section of the Outer Loop from 
Genesee Street to a point east of South Avenue, has adequate 
width to accofninodate the estimated traffic volumes. In 
general the right of way is 100 feet wide and the 50 foot 
to 60 foot wide pavement has good structures over the 
Genesee river and under the Erie and Lehigh Valley Rail- 
roads. From a point east of South Avenue to the City Line 
it is planned to use the existing i+O foot pavement for 
traffic traveling west and an additional 32 foot pavement 
will be added on the south side for eastbound traffic. 
The existing and proposed pavement will be separated by 
a 30 foot center mall. The new highway will necessitate 
the widening of the right of way to 134 feet. This section 
of the Outer Loop will be 1.93 miles in length. 




EXISTING 40' 
PAVEMENT 




-32' PAVEMENT- 



-134" RIGHT OF WAY 




TYPICAL SECTION A-A 



0 FEET 20 




I 



OUTER LOOP 
ELM WOOD AVE. 

BETWEEN GENESEE ST a GOODMAN ST SOUTH 

STATE OF NEW YORK 
DEPARTMENT OF PUBLIC WORKS 

ROCHESTER URBAN AREA REPORT 

JUNE 1947 
0 400 800 



SCALE IN FEET 



I'll 



PLATE NO. 50 



OUTER LOOP 
ELMWOOD AVENUE 

CITY LINE TO THRUWAY CONNECTION 



U2 



OUTER LOOP 
ELMWOOD AVENUE 

CITY LINE TO THRUWAY CONNECTION 



Beginning at the city line and continuing east to 
Buci<land Avenuei it is planned to use the existing 40 foot 
pavement for westbound traffic and to build an additional 
32 foot pavement separated from the existing pavement by a 
30 foot mall for eastbound traffic. Additional right of 
way will be acquired on the south to provide foot width 
of right of way. From Bucl<land Avenue easterly to Elmore 
Road, the existing right of way will be widened to 92 feet 
and a 66 foot pavement will be provided. Continuing easter- 
ly and northeasterly, the route will pass over the Rochester 
Transit Subway and the Auburn Branch of the New Yorl< Cen- 
tral Railroad with a channelized Intersection between the 
Outer Loop to the north and a spur continuing easterly 
along Elmwood Avenue to connect directly with the Thruway 
connection from the southeast. This spur will meet Clover 
Street, East Avenue and Landing Road at grade, then follow 
Linden Avenue where an interchange will be built with the 
Thruway connection. The spur will have a 100 foot minimum 
width right of way and a 50 foot pavement. The length of 
this section will be 4.12 miles. 
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OUTER LOOP 
GENESEE PARK BOULEVARD 



This section of the Outer Loop is planned to pass 
over the Chili Avenue Expressway on new location and meet 
Arnett Boulevard at grade. It will continue and meet the 
existing Genesee Park Boulevard near Inglewood Drive. A 
66 foot pavement within a 100 foot minimum right of way 
is planned. Continuing southerly and southeasterly, the 
existing 40 foot pavement on Genesee Park Boulevard is 
utilized as far as Genesee Street, At this location a 
channelized intersection is planned to provide easier 
movement of traffic from Genesee Park Boulevard to Elmwood 
Avenue and Scottsville Road. This section is 1.93 miles 
long. 
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This westerly leg of the Outer Loop is proposed to 
extend from the Chili Avenue Expressway north, and generally 
along Mount Read Boulevard to Ridge Road West. From a 
planned overpass and interchange at the proposed Chili 
Avenue Expressway, it will lead northerly on new location be- 
tween Lincoln Avenue and Garfield Street to the vicinity of 
West Avenue. It will cross the New York Central (Main Line) 
and Baltimore and Ohio Railroads, and Buffalo Road on an 
elevated structure. Swinging west, it will return to grade 
and meet Mount Read Boulevard near Maple Street with an in- 
tersection and spur just south of Maple Street connecting 
southwesterly to Buffalo Road. The new right-of-way will 
generally be 1 00 feet wide and a 66 foot pavement is pro- 
posed from Chili Avenue to Maple Street. The arterial will 
follow Mount Read Boulevard from Maple Street to Ridge Road 
West with a 66 foot pavement on right-of-way widened to a 
proposed 92 foot width to just south of Lyell Avenue. Here 
the pavement will flare out to twin 25 foot pavements 
separated by a 30 foot mall, crossing Lyell Avenue at grade 
and rising over the Falls Branch of the New Yorl< Central 
Railroad. The pavement will descend to grade at Emerson 
Street then overpass the Baltimore and Ohio Railroad return- 
ing to meet Lexington Avenue at grade. The same four lane 
divided pavement section will cross Driving Park Avenue at 
grade, it is then depressed to provide a grade separation 
with access at Ridgeway Avenue, terminating with a grade 
intersection at Ridge Road West. The ultimate plan provides 
for 22 foot service roads to be added as required. Provis- 
ion for turning will be made at termimi of service roads. 
The length of this section will be 4.38 miles. 
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This section extends from Ridge Road West to the 
proposed Lake Ontario State Parkway. It is planned to pro- 
vide twin 25 foot pavements separated by a 30 foot center 
mall on a 200 foot right of way. From Ridge Road West to 
Latta Road, two 22 foot service roads are planned where 
necessary. Right of way will be required on the east side 
of Mount Read Boulevard from the city line north as far 
as Stone Road. From Stone Road north to an intersection 
at grade with Latta Road, right of way will be required 
on the west side of the existing highway. The proposed 
highway will then pass over the branch line of the New 
York Central Railroad and continue along the west side 
of the Island Cottage Road to a traffic interchange with 
the proposed Lake Ontario State Parkway. This important 
section of the loop is 1.56 miles in length. It will pro- 
vide service for the growing industrial area of the north- 
west section. 
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ARTICLE Xll-B OF THE HIGHWAY LAW 

(Chapter 549, Laws of 1944 as amended) 

STATE ARTERIAL HIGHWAYS PASSING THROUGH CITIES 
Section 319-b. Declaration of Policy 

349-c. Design, construction and payment of costs 
349-b Declaration of policy . The modernization and 
the construction of arterial highways which are to pass 

through cities, will contribute greatly to post-war reem- 
ployment and to the stimulation of industrial recovery. The 
resources and the technical skills that are available to the 
state for these purposes should be used for the benefit of 
the cities upon the principle that the construction of such 
arterial highways Is a matter of state concern. However, It 
Is the manifest Intention of the state to recognize and to 
preserve the powers or rights heretofore conferred upon or 
delegated to any city to regulate the property, affairs or 
government thereof, in the modernization and the construc- 
tion of such arterial highways. The integration of such 
arterial highways in the system of state highways throughout 
the state contemplates an expenditure of public funds to pay 
the costs that are attendant upon the fulfillment of a pro- 
gram of the work of modernization and construction as herein 
mentioned, as well as of the maintenance of such public ways. 
It is hereby declared to be the purpose of this act to ini- 
tiate the procedure that is prerequisite to any project of 
the magnitude herein provided, to the end that orderly pro- 
gress and equitable distribution of effort and monies may be 
observed in the administration of this article, and, from 
time to time, when expressly authorized by the legislature. 
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any section of such arterial highways may be constituted, 
constructed, reconstructed, improved and maintained as a 
part of the state highway system. 

3'^9-c Design, construction, and payment of cos ts. 
I. Notwithstanding the provisions of any general, special 
or local law, the superintendent of public works is author- 
ized and empowered to prepare designs, plans, specifications 
and estimates for the construction, reconstruction or im- 
provement (I) of any extension or continuation of any high- 
way or route which is now or which shall hereafter be auth- 
orized by sections three hundred forty and three hundred 
forty-one of this chapter, upon any public street or streets 
in any city outside of the city of New York, which are now 
or which shall hereafter be designated in this article, and 
(2) of any existing or proposed main routes or thoroughfares 
in the city of New York; all of which are designated in this 
article. Such designs, plans, specifications and estimates 
may be prepared (a) by the department of public works; (b) 
by any city herein named, if the preparation of such de- 
signs, plans, specifications and estimates are authorized in 
advance by the superintendent of public works and then upon 
such terms and conditions as may be agreed by and between 
such city and the superintendent of public works; (c) sub- 
ject to the approval of the director of the budget, by the 
employment of private engineers or engineering firms; or (d) 
by a combination of such methods. The superintendent of 
public works may, in his discretion, provide or direct that 
there be provided in such designs, plans, specifications and 
estimates, such roadside and landscape development, includ- 



A-3 



inq such sanitary and other facilities as may be deemed 
reasonably necessary to accommodate the public; provided, 
however, that such development is within the bounds of any 
property acquired for purposes connected with the highway 
system of the State of New York pursuant to this chapter, 
and any adjacent bublicly owned or controlled recreational 
areas of limited size and with provision for convenient and 
safe access thereto by pedestrian and vehicular traffic. 
All references hereinafter contained in this article to the 
construction of facilities and appurtenances of state high- 
ways, or to a section or sections of the arterial system, 
may be deemed to include the development and facilities men- 
tioned in this paragraph. 

2. With relation to any city named in this article, but 
not including the city of New York: 

2.1 The superintendent of public works is authorized to 
provide in such designs, plans, specifications and estimates 
for bridges, culverts, drainage, shoulders, gutters, curbs, 
sidewalks and any other facilities and appurtenances as he 
may determine. 

2.2 The superintendent of public works shall construct, 
reconstruct or improve such extensions or continuations, in- 
cluding said facilities and appurtenances, in the same man- 
ner as other state highways, facilities and appurtenances 
are constructed, reconstructed and improved pursuant to this 
chapter. For all the purposes of this section, the juris- 
diction of the superintendent of public works shall extend 
over the entire property affected by the provisions hereof, 
as such jurisdiction has been obtained, or as such juris- 



diction may hereafter be obtained pursuant to the provisions 
of this chapter. Such sidewalks, facilities and appurten- 
ances shall be maintained or shall be continued to be main- 
tained, as the case may be, by the city in which they are 
located, or by the agency or unit owning or having control 
and jurisdiction thereof. 

2.3 The governing body of any city named in section three 
hundred forty-nine-e of this article may apply to the super- 
intendent of public works for a change in such designation 
of a public street or streets within the boundaries of such 
city, and the superintendent of public works may grant such 
application, and in case such application is granted, the 
additional costs and expenses of the acquisition of property 
and legal damages caused thereby, and the additional costs 
and expenses of construction, reconstruction or improvement 
of the public street or streets as requested in such appli- 
cation shall, pursuant to written agreement, be paid by such 
city to the state. The monies so required shall be raised 
by tax or pursuant to the local finance law or in accordance 
with any local charter or law, as the case may be, and such 
funds shall be deposited and be subject to requisition in 
the manner as herein provided in case a greater width or 
different type of construction is desired by such city. 

2A A state highway may be constructed or reconstructed 
through any such city, of such width and type of construc- 
tion as the superintendent of public works shall deem proper, 
unless a greater width or different type of construction is 
desired by such city, in which case the governing body of 
such city may apply to the superintendent of public works to 
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provide the width and type of construction desired. The 
superintendent of public works may grant such application, 
if he deems the filing of such application to be timely, and 
the additional cost and expenses of, such widtK and tyoe of 
construction, or either of them, shall, pursuant to written 
agreement, be paid by such city to the state. Whenever the 
superintendent of public works shall have granted such an 
application, the designs, plans, specifications and esti- 
mates of costs, together with an estimate showing the addi- 
tional costs and expenses to be borne by such city, to pro- 
vide for the greater width or different type of construction 
or both, shall be submitted to the governing body of such 
city which, if it approves such designs, plans, specifica- 
tions and estimate of cost, shall by resolution appropriate 
funds necessary to provide for the portion of the costs and 
expenses of construction to be borne by such city. Such 
funds shall, prior to the advertisement for bids for or in- 
cluding the said greater width or different type of con- 
struction, be deposited by such city with the state comp- 
troller subject to the draft or requisition of the superin- 
tendent of Dublic works, and a certified copy of such res- 
olution shall be filed with the state comptroller and with 
the superintendent of public works. The monies so required 
shall be raised by tax or pursuant to the local finance law 
or in accordance with any local charter or law, as the case 
may be. Upon the completion of a highway within such city 
where a portion of the costs and expenses are borne by the 
city the superintendent of public works shall transmit to 
the governing body of such city a statement showing the 
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actual costs and ex tenses of the additional width or changed 
construction including a proportionate charge for engineer- 
ing, and shall notify the city clerk that he will accept the 
work within twenty days from the date of such notice, unless 
protest in writing against the acceptance shall be filed by 
such clerk with the superintendent of public works. In case 
a protest is filed the superintendent of public works shall 
hear the same and if it is sustained the superintendent of 
public works shall aelay the acceptance of the highway or 
section thereof until the same be properly completed. If no 
protest is filed the highway or section thereof shall at the 
expiration of the said twenty days be deemed finally comple- 
ted and accepted on behalf of such city and the state. The 
provisions of any general or special laws relative to the 
pavement or improvement of streets and the assessment and 
payment of the cost thereof shall apply, as far as may be, 
to such additional construct iQ>n and the assessment and pay- 
ment of the cost thereof, except that the provisions of any 
general or local act affecting the pavement or improvement 
of streets or avenues in any such city and requiring the 
owners, or any of the owners, of the frontage on a street to 
consent to the improvement or pavement thereof, or requiring 
a hearing to be given to the persons whose premises are sub- 
ject to assessment, upon the question of doing such paving 
or making such improvement shall not apply to the portion of 
the improvement or pavement of a state highway the expense 
for which is required to be paid by such city to the state. 

2.5 V/henever the superintendent of public works deems it 
necessary to acquire property for the purpose of widening 
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any such designated street, he shall, before filing the de- 
scription and the oriqinal tracing of any map, or proceeding 
with the acquisition of such property or the work of con- 
struction, reconstruction or improvement, transmit the de- 
signs, plans, specifications and estimates of cost for the 
construction, reconstruction or improvement of the extension 
or continuation upon said street to the governing body of 
such city in which such designated street or any portion 
thereof is located. The governing body of such city, after 
the receipt of such designs, plans, specifications and 
estimates of cost, may conduct a public hearing or hearings 
upon such notice as such governing body shall deem reason- 
able, but not less than ten days, to the superintendent of 
public works and to such other party or parties, deemed by 
said governing body to be interested in the project. In any 
event and within sixty days or within such other period of 
time as may be provided by the provisions of the charter of 
such city, after the receipt of the designs, plans, specifi- 
cations and estimates of cost, the said governing body 
shall, by resolution, duly adopted by its members, approve, 
disapprove or recommend modifications in such designs, plans, 
soecif ications and estimates of cost as the public interest 
shall require. V/ithin ten days after the adoption of the 
resolution, the clerk of such governing body shall mail a 
certified copy thereof to the superintendent of public works. 
The form of the resolution shall be prescribed by the super- 
intendent of public works. In case such governing body 
shall disapprove the designs, plans, specifications, and 
estimates of cost, without proposing modifications, the 
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superintendent of public works may, in his discretion pre- 
pare and submit to such governing body for approval other 
designs, plans, specifications and estimates of cost, for 
the construction, reconstruction or improvement of the ex- 
tension or continuation within the bounds of such city or in 
his discretion he may proceed with the work cf construction, 
reconstruction or improvement within and confined to the ex- 
isting width of the pavement of said designated street in 
the affected location. In case such governing body shall 
disapprove the desions, plans, specifications and estimates 
of cost, and shall recommend modifications, the superinten- 
dent of public works may approve the designs, plans, speci- 
fications and estimates of cost, so modified, or recommend 
other modifications for approval, and said extension or con- 
tinuation shall be constructed, reconstructed or imoroved in 
accordance with such designs, plans, specifications and 
estimates of cost, as finally approved. V/hen the designs, 
plans, specifications and estimates of cost for construction, 
reconstruction or improvement of an extension or continua- 
tion as aforesaid have finally been approved as hereunder 
provided, no resolution thereafter adopted by the governing 
body of such city shall rescind, annul or modify such prior 
resolution either directly or indirectly excepting upon the 
advice and with the consent of the superintendent of public 
works. Upon the failure or omission of the governing body 
of any such city to act within the time and manner herein 
required, the said designs, plans, specifications and esti- 
mates of costs shall be deemed to be aporoved so far as such 
govern inc; body is concerned. 
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2.6 Any prooerty which is deened by the superintendent of 
public works to be necessary to carry out the provisions of 
this section, shall be acquired by him pursuant to section 
thirty of this chapter. The costs and expenses of such 
acquisition of property and any liability incurred by reason 
thereof, including legal damages caused by such acquisition 
and by the work of constructing, reconstructing or improving 
such extensions and continuations, including legal damages 
caused by such work of construction, reconstruction or im- 
proving, all as provided in section thirty of this chapter, 
shall be paid by the state in the first instance and shall 
be borne as follows: Fifty percentum by the state and fifty 
percentum by such city affected thereby. 

2.7 Before property shall be so acquired in such city for 
the purpose of this section, the superintendent of public 
works shall transmit to the governing body of such city an 
estimate showing the proportionate costs and expenses of 
such acquisition as such costs and expenses are specified in 
section thirty of this chapter, whereupon and within ninety 
days after the transmittal of said estimate such city shall 
(a) by resolution, appropriate the funds as shown in said 
estimate, (b) deposit such funds with the state comptroller 
subject to the draft or requisition of the superintendent of 
public works, and (c) file a copy of the resolution with the 
state comptroller and with the superintendent of public 
works. Upon the comp'letion of a highway within such city 
where a portion of the costs and expenses of the acquisition 
of the property are borne by the city, the superintendent of 
public works shall transmit to the governing body of such 
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city a statement showing the actual costs and expenses of 
such acquisition as hereinbefore mentioned, and shall notify 
the city clerk of the amount due from or to be returned to 
the city, as the case may be. Any sun due the state shall 
be paid by such city within sixty days after the date of the 
transmittal of said statement and the funds therefor shall 
be raised by tax or pursuant to the local finance law, or in 
accordance with any local charter or law, as the case may ba 



